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FOX, ROLLS-ROYCE & BENTLEY 


WE DON’T ONLY SERVICE QUALITY CARS... 
EVEN THOUGH OUR TEAM DOES SERVICE THEM EXPERTLY 


WE ALSO SELL CARS THAT HAVE BEEN 
QUALITY INSPECTED (at least 161 check points) 


Our current range extends from Silver Clouds and 


Silver Shadows to early model Silver Spirits all 


through to ‘almost new’ motor cars. Most have very 


low mileage and all are in excellent condition. 


Like any true aristocrat our cars have impeccable 


presentation and a known lineage. 


We also have a new 1998 model Silver Spur available 


for inspection. 


Please call for full details of our special service 


promotions and a comprehensive list of available 


motor Cars. 


We could even sell you a Bentley. 


SERVICE 

Open Monday - Friday 

66 O’Riordan Street, Alexandria NSW 2015 
Telephone: (02) 9380 8188 Facsimile: (02) 9667 0040 


DL 16181 


SHOWROQOM 


Open Monday - Saturday 
46 Neild Ave, Rushcutters Bay NSW 2011 
Telephone: (02) 9380 8188 Facsimile: (02) 9380 7188 
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REGULAR FEATURES 


Editorial 

Events List 
Foundation Corner 
Book Reviews 
Letter to the Editor 
Market Place 


ARTICLES 


Freestone & Webb in old pictures 


Lovely period photographs from Lionel 
Whitehead depict day to day life in this small 
London coachbuilding works in the 1950s 


A weekend of delight 
George & Laraine Shores drove their rejuvenated 
Silver Shadow II from Canberra to Melbourne 


The Peking to Paris Motor Challenge 
Part One of John Matheson’ s gripping account of 
his participation in this gruelling rally with 
Jeanne Eve in their Phantom V 


Without Manchester it could never have happened 
Tom Clarke explains the vital part played by the 
northern city of Manchester, where he lives, 

in the history of Rolls-Royce 


Front Cover Photo: 

Announcements of new Rolls-Royce four-door saloons are few and far between, the last 
completely new four-door body style having been announced in October 1980! The long 
anticipated new car is called the Silver Seraph, which conjures up visions of supernatural 
beings surrounding the throne of God. The car might well be of sufficient excellence to 
justify such an ethereal, heavenly name, though with its 5.4 litre V-12 engine supplied by 
BMW, driving the rear wheels through a ZF five-speed automatic transmission, car 
enthusiasts may debate forever whether it is a true Rolls-Royce car. However, the 
coachwork is the most completely Rolls-Royce-built four-door saloon to date. There are 
several intriguing ‘retro’ styling features including pairs of small round headlamps which 
have reverted to their traditional position between the grille and the wings, and a softly 
rounded boot shape. It is certainly a rather pretty car, and reportedly superb to drive. Full 
details in our next issue. Photograph courtesy of Rolls-Royce Motor Cars Ltd. 


Fromthe Editor 


New Rolls-Royce 


The new Rolls-Royce Silver Seraph 
saloon was announced on February 
28th. Because of PRAECLARUM's long 
lead-time | was notified of this in advance 
but the information and photographs 
were embargoed until announcement 
date, so in the production of this issue | 
was bound by the embargo. Remember, 
you saw it here first! 

More pictures and full details of the 
new car will be included in our next issue. 


Company sale 

Itis a great pity that the introduction of 
a completely new car should be clouded 
by the saga of the future ownership of 
Rolls-Royce Motor Cars Ltd. At the time 
of going to press the identity of the new 
owner, if any, was still not known though 
of course it might be known by the time 
this issue finds its way into members’ 
hands. Much water has passed under the 
bridge since our last issue, some of it 
muddy. 

For one thing, a public disagreement 
broke out between Rolls-Royce PLC (the 
aero engine company and the owner of 
the Rolls-Royce name and primary 
trademarks) and Vickers PLC (the 
present owner of Rolls-Royce Motor 
Cars Ltd) over the issue of whether or not 
Rolls-Royce PLC can enforce its power 
of veto over any foreign sale of the car 
maker. | made reference to this in my last 
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The vast majority of R-type Bentley Continentals were fitted with the familiar H.J. Mulliner 
‘fastback’ two-door closed coachwork. This is one of the rarest of the rare exceptions. Built by 
the Swiss coachbuilder Carrosserie Graber, this drophead coupé is fitted to 1954 chassis 
BCS5S5C. The vertical chrome strip between the door and rear wheel-arch is an unusual feature. 


Note also the neat, flush fitting of the stowed hood. 


editorial but to reiterate, Rolls-Royce 
Motor Cars Ltd uses the name Rolls- 
Royce and the Rolls-Royce badge or 
logo under a licensing agreement which 
includes a provision preventing the trans- 
fer of the licence to a foreign owner. 
Vickers claim that this is unenforceable 
under European Economic Community 
competition and fair trading law. | quote 
here from a January Sth Vickers state- 
ment: 

“Vickers announces that it has 
received clear legal advice that the 
change of control provisions in the 1973 
agreemenis relating to foreign ownership 
of Rolls-Royce Motor Cars Ltd are un- 
enforceable under European Union law 
and that Rolls-Royce PLC therefore has 
no veto power over the selection by 
Vickers of a new owner for R-RMC. 


Tom Clarke (U.K.) sent this photo of 1939 Wraith WEC18. The handsome razor-edge saloon 
coachwork is by James Young, one of the very talented A.F. McNeil's designs. The owner, who 


carried out practically all of the restoration work himself, is John Gratton, seen behind the bonnet. 
j Barks CP "ae ; ee 
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“There are a number of credible 
potential purchasers. Vickers has 
created value in today's Rolls-Royce 
Motor Cars Ltd and we alone will be 
responsible for determining which of 
them should be the future owner of the 
business.” 

It would be extraordinary if Rolls- 
Royce PLC was to have no say as to who 
may or may not use the name and 
trademarks of which it is the owner. The 
following day Rolls-Royce PLC respond- 
ed forcefully, and | quote: 

“Rolls-Royce PLC ... wishes to make 
it clear that the legal advice referred to in 
the announcement by Vickers as to the 
enforceability of Rolls-Royce PLC's 
rights under the licence agreements is 
contrary to the advice received by Rolls- 
Royce PLC from its own legal advisers. 

“Rolls-Royce PLC attaches the 
greatest importance to the preservation 
and protection of the Rolls-Royce name 
and marques as key assets of its own 
business. 

“It will take whatever action is neces- 
Sary or appropriate in accordance with its 
legal rights under the licence agree- 
ments to ensure that its interests are 
protected in connection with the 
proposed sale of Rolls-Royce Motor 
Cars Ltd.” 

This diametrically opposing legal ad- 
vice meant that the two companies were 
headed for court unless there was a fairly 
substantial back-down by one side or the 
other. 

By this time, Volkswagen had further 
muddied the waters by making it known 
that they were only interested in acquir- 
ing the Bentley name, giving rise to sug- 
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gestions that this might have been part 
of some plan to share the spoils with 
BMW. For any (present or future) owner 
to sell Bentley separately from Rolls- 
Royce would not fall foul of the Rolls- 
Royce PLC licence arrangement, as the 
Bentley name and trademarks are 
owned entirely by the car maker. How- 
ever, most of us would view with alarm 
any tendency towards thinking of the 
Rolls-Royce and Bentley marques as 
separable after 65 years. 

More alarming are the numerous 
cases of high-quality motor car marques 
which have fallen into the hands of 
volume production car makers in the 
past. Automotive history tells us that in 
every case the former quality marque 
takes on the characteristics of its volume 
production owner's other products, even- 
tually becoming merely a badge on some 
ali too often dreary mass-produced car. 
This has not always happened immedi- 
ately, but there is no historical precedent 
for it not happening at all. 

There are also countless cases of 
once great marques passing into history 
after falling into the hands of a volume 
producer, once its makers or the car 
buying public tire of the sham. In some 
cases this has happened very quickly, 
such as in the case of Packard. After the 
Packard had become nothing more than 
a re-badged Studebaker buyers turned 
away in droves and within two years 
Packard was but a memory. It was a 
fortuitous accident of history that the 
Bentley marque was acquired by Rolls- 
Royce rather than by a volume producer. 
One of Bentley's main rivals, Vauxhall, 
was less fortunate. 

Occasionally Jaguar is put forward as 
an example of a famous marque which 
has been left by its volume production 
multi-national owner to develop in its own 
way. Don’t believe it. The truth is quite the 
opposite. Already the Jaguar name is 
being exploited on a new small “Jaguar” 
which is to be built at Ford's Halewood 
plant, with a Ford Mondeo engine. Not 
only is the Jaguar marque being applied 
to a small volume produced car with the 
characteristics of its owning company's 
products, but the once thoroughbred 
car's Coventry factory and workforce 
have been sidelined for the job of building 
it. In fact, it was a close run thing whether 
the car would even be built in England! it 
was made abundantly clear that Ford's 
U.S. and German plants were under 
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The Companies 


Some of our members seem unclear as to which Company is which and who 
owns what. The following brief explanation should be of assistance: 


Rolls-Royce PLC 


This is the aero engine Company, formerly Rolls-Royce Ltd and Rolls-Royce 
(1971) Ltd. Based in Derby. Rolls-Royce PLC owns the Rolls-Royce name and 


primary trademarks. 


Rolls-Royce Motor Cars Ltd 


The old Motor Car Division of Rolls-Royce Ltd. Based in Crewe. Became 
independent of Rolls-Royce Ltd after the 1970/71 financial crisis, adopting the 
name Rolls-Royce Motors Ltd. Became part of the Vickers group of companies 
in 1980. Renamed Rolls-Royce Motor Cars Ltd in 1983. Owns the Bentley name 
and trademarks but uses the Rolls-Royce name and certain of the Rolls-Royce 
trademarks under licence from Rolls-Royce PLC. 


Vickers PLC 


Defence and propulsion engineering group. Has owned Rolls-Royce Motor 
Cars Ltd since 1980 and in October 1997 offered it for sale on the open market. 


serious consideration for the job. 

Anyone who believes that the Crewe 
factory and its workforce, to say nothing 
of distinctive Rolls-Royce design phil- 
osophy, will be secure under foreign 
ownership should take note of the Jaguar 
example as well as the countless other 
famous marques that preceded it into 
volume production ownership through- 
out automotive history. 


The press gets it wrong — again 

On January 23rd the Sydney Morning 
Herald ran an article (which possibly 
appeared in other papers too) in which 


two motoring writers supposedly talked 
with “Insiders” in Rolls-Royce, Vickers, 
Volkswagen and BMW. As is usual with 
this type of journalism, none of these 
“Insiders” is named. Instead, the article is 
couched in vague terms such as “a high- 
ranking Rolls Royce (sic) official”, “a 
counterpart at BMW”, and “another VW 
source”. 

One unnamed BMW source was 
quoted as saying “the last thing we need 
is to spend our resources on yet another 
ailing British car manufacturer’, implying 
not only that BMW has a history of bailing 
out “ailing” British car manufacturers, but 


This picture was sent tome completely anonymously. It is said to be 20 h.p. GCK28 being hauled 
out of Galong, N.S.W. in June 1980. It is also said to be our Mystery car from P.2-96, and it 
certainly looks like it, but that car was identified in P.4-97 as GUK53. So we now have two 
mysteries! Is it GUK53 or GCK28, and who sent the picture? 


also that Rolls-Royce Motor Cars Ltd is 
in some sense “ailing”. In fact, BMW has 
only ever acquired one (very healthy) 
British car builder — Rover — and Rolls- 
Royce is clearly also in very good shape, 
so this is misleading at best. The same 
anonymous BMW source went on to 
describe the Crewe factory as “an histor- 
ical monument or a future building site’, 
which misses the point about Rolis- 
Royce to a breath-taking degree while 
sending an ominous signal about the 
future of Crewe under German owner- 
ship. 

The scant knowledge of Sydney 
Morning Herald motoring writers on 
Rolls-Royce matters has been com- 
mented upon in this column before, after 
that august journal told us in all serious- 
ness that the Rolls-Royce V-8 engine is 
of General Motors design. This time they 
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squandered an opportunity to get it right 
by getting it wrong again, this time 
describing the very same engine as a 
“BMW-Cosworth engine”! 

This little gem was just one of a 
number of equivocal and misleading 
‘facts’ from the intrepid SMH duo, so 
please be wary of what you read in the 
daily press on this subject. 


Rolls-Royce Action Committee 


Amongst the various claims and 
counter-claims, contradictory legal ad- 
vice, and zeal to sell a national institution 
to a foreign buyer, we can at least take 
heart from the fact that within the Rolls- 
Royce and Bentley movementin the U.K. 
and elsewhere there are people with suf- 
ficient backbone and vision to act quickly 
and form the Rolls-Royce Action Com- 
mittee. 


Events List 


Members planning to attend events of other Branches should contact the 
Secretary of the Branch concerned (listed in the front of this journal) for full 
details of times, venues, etc., and of other events not listed here. 


March 7-8 
March 8 

March 15 
March 29 


April 5-9 


W.A. Weekend run to York. 

Qld. Day run to Yandina Homestead and luncheon. 
Vic. Branch Concours d'Elegance, Whitefriars Park. 
Vic. Silver Spirit Day, Ballarat. 


N.S.W. Southern Aurora Overlander from Sydney to the 


Phillip Island Federal Rally. All Branches invited. 


April 9-13 


Federal. 40th Annual Federal Rally, Phillip Island, 


Victoria. Hosted by the Victoria Branch. 


May 17 
May 24 
May 30-June 1 


June 21 


Vic. Day run to Idle Winery, Anakie. 
S.A. Branch Concours d'Elegance. 
W.A. Southern Safari, Albany. 


Qld. Branch Concours d'Elegance, Tambourine House. 


Overseas 


June 6-7 


U.K. R.R.E.C. Annual Rally and Concours, 


Cottesbrooke Hall, near Northampton. 


July 28-August 2 


September 29 


U.S.A. The 47th R.R.O.C. inc. Annual Meet, Newport, R. I. 


South Africa. S.G.A. Wholly Ghost Tour, 


- October 25, 1999 Durban to Capetown. 
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The aims of the Action Committee are 
primarily to keep the Rolls-Royce and 
Bentley marques and the Company that 
builds them British and to ensure that 
production is kept at Crewe, thus secur- 
ing the future of the highly skilled work- 
force. There is a longer term objective to 
return to all-British engines built at 
Crewe. 

The initial aim was to co-operate with 
Vickers if possible in any solution, such 
as a flotation of Rolls-Royce Motor Cars 
Ltd, which met the aims of the Action 
Committee. However, subsequent 
events and changed circumstances 
gave rise to a change of name for the 
Committee, which to reflect its new ob- 
jective has now become the Rolls-Royce 
Acquisition Consortium. 

An Administration Fund has been set 
up, administered from the Hunt House, 
audited and subject to the Rules of the 
London Stock Exchange. Contributions 
are urgently sought. For details of how to 
contribute to the fund please direct in- 
quiries to your Editor (who is a member 
of the Consortium) or the Hunt House. 
Once the Acquisition Consortium’s act- 
ivities are concluded any remaining 
funds will be distributed to the various 
Rolls-Royce clubs. It needs to be em- 
phasised that the Administration Fund is 
not for the direct purpose of buying the 
Company, but to assist with the costs of 
mounting a credible alternative bid for 
which funds are being raised in the con- 
ventional manner. A separate interest 
bearing account has been set up for 
those seeking to invest in the future Com- 
pany. Funds deposited will be converted 
to shares in the event of a successful bid. 
Otherwise they will be returned with in- 
terest. 

At the time of this issue going to press 
I can advise that the Acquisition Consor- 
tium has been in fruitful discussions with 
venture capital groups and merchant 
banks with the view to putting together a 
serious bid for the purchase of the Com- 
pany and funding future development in- 
cluding .at least one all-British engine. 
Several multi-millionaires and well- 
known billionaires are lending a sym- 
pathetic ear. 

Vickers now recognises the Acquisi- 
tion Consortium bid as a serious and 
credible one, and the Memorandum of 
Sale documentation has been delivered. 
In the event of success, the newly inde- 
pendent Company will be floated on the 
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London Stock Exchange and share 
offers will be made to all members of the 
Rolls-Royce and Bentley clubs world- 
wide. 

The group’s Patron is Mrs Mary 
Robinson, the daughter of Sir Henry 
Royce’s adopted daughter, which in a 
legal sense means that she is Royce's 
grand-daughter and certainly his nearest 
living relative. 

Only time will tell whether this honour- 
ably intentioned group is able to success- 
fully counter an apparent determination 
to auction off a proud heritage to all com- 
ers. | will certainly keep you abreast of 
developments to the extent that a bi- 
monthly journal allows. 


What if all this fails? 


One does not plan for failure, but | can 
only offer my personal view of what it will 
mean for me in the appallingly tragic 
event that the Company is sold outside 
of the United Kingdom despite the best 
efforts of the Acquisition Consortium. | 
am quite willing to accept, on the premise 
that all good things must eventually come 
to an end, that the history of Rolls-Royce 
and Bentley cars as we know and love 
them will simply have come to an end. It 
will not affect my enjoyment of my cars 
as artifacts of gentler, less mercenary 
times. | will lament only that corporate 
Britain will have turned out to be too 
indifferent to its rich heritage to hold on 
to one of its most prestigious ‘icon’ 
companies. 

| have yet to meet a Rolls-Royce or 
Bentley owner who is not appalled at the 
prospect of Rolls-Royce falling into 
foreign hands. Some in our movement 
have already closed the book on Rolis- 
Royce motor car history. As one of our 
better known members wrote to me 
privately: “Poor Rolls-Royce. Didn't even 
make 100 years”. 

Its all very sad. The Hon. Charles 
Rolls and Sir Henry Royce cannot be 
resting in peace. 


Video for the Foundation 


Lionel Whitehead, a Scottish resident 
member of our Club’s A.C.T. Branch 
(and a member of the above Acquisition 
Consortium) has made a second dona- 
tion to our Foundation (see last issue) in 
the shape of a video of informal inter- 
views with Mrs Mary Robinson (also 
referred to above) and Joe Knoit, a 
retired coachbuilder who worked for 
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maleptem steven a int 


A delightful study by the late John Bull of 1957 Bentiey Continental $1 H.J. Mulliner two-door 
saloon (BC75BG). This superb Continental, with the rare manual gearbox, is the pride and joy 
of Kerry Ely (Vic.) who has recently had some extensive refurbishing work carried out. 


Freestone & Webb. Both make interest- 
ing viewing and this tape will be a valued 
addition to our future Foundation video 
library. Many thanks, Lionel. 


Peking to Paris adventure 


John Matheson’s gripping article on 
his and Jeanne Eve’s adventure by 
Phantom V on the Peking to Paris Motor 
Challenge begins in this issue. In places 
the story is nothing less than horrifying. 
From official corruption in more than one 
country and an apparent failure of 
Chinese ‘businessmen’ to grasp even 
the most basic tenets of capitalism, to 
irrational hostility in at least two other 
countries on the route, all are graphically 
detailed. Indeed, John does not shrink 
from referring to one nation of people as 
“savages”. 

Horrific though the story is in places, 
from both the human and the motor car 


points of view, it is a story of pluck and 
determination and, it must be said, of the 
ruggedness and resilience of the Rolls- 
Royce Phantom V, the creators of which 
could never have foreseen use such as 
5VF 159 saw on this epic journey. 

In fact, all of the Rolls-Royce and 
Bentley cars on the rally made the dist- 
ance except for a 1920s Phantom | 
whose owner/driver gave up half way at 
the behest of his wife/navigator who had 
had quite enough! 


The Manchester beginnings 


Also in this issue is Tom Clarke's 
article Without Manchester it would 
never have happened, which was first 
published in the 1997 Scottish Tour 
programme. Reading this suberbly re- 
searched article on the early days of 
Royce and Rolls-Royce in Manchester 
makes a pleasant distraction from the 


Blast from the past. This picture, from Terry Bruce, was taken in the very early days of the Victoria 
Branch. Who can recognise any of the cars or people? 


less happy events unfolding today. 

Tom has also taken time off from re- 
assembling his lovely Wraith to write 
from Manchester asking me to correct an 
error which cropped up in his article 
Mulling over Mr H.J. Mulliner in our last 
issue. 

Readers should please note that 
Ernest W. Caswell’s sister Florence was 
C.S. Rolls’s secretary, not Royce’s as 
inadvertently stated. 


New Melbourne retailer 


Congratulations are due to Fox, Rolls- 
Royce & Bentley, the Rolls-Royce and 
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Bentley distributor for New South Wales 
and the Australian Capital Territory, on 
their appointment as retailer and service 
agent for Victoria, taking over from 
Hamiltons. The Victorian territory tradi- 
tionally covers the State of Tasmania as 
well, so the Fox territory now extends 
from the N.S.W./Queensland border to 
Tasmania's South East Cape. 


Mystery member 


The Mystery member in our last issue 
was identified by several Victoria Branch 
members as Fiona Forbes, wife of Vic- 
toria Branch President George Forbes — 
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though of course she wasn't at the time 
of the picture! Correct answers came 
from Geoffrey May, Michael Bristow and 
John Reis (all of Victoria), and Bryan 
Inder (N.S.W.). 

The white Rolls-Royce is the 1963 
Silver Cloud III (SCX819) then owned by 
Fiona’s father Owen Bailey and was 
something of a give-away to members of 
long standing, as was the partially visible 
registration number 87. 

Thanks are due to Fiona Forbes for 
the loan of her photograph. 


Martin Bennett 


The Sir Henry Royce Foundation 


Australia 


Advisory Committee Chairman elected 


The Sir Henry Royce Foundation Australia has been busy 
with two meetings since we last reported to you. The very 
good news is that Geoffrey Boscoe, the N.S.W. Branch rep- 
resentative on the Advisory Committee has been elected 
Chairman of that body, so he will be calling meetings from 
time to time of the various Advisory Committee members in 
each State. 


inaugural Advisory Committee meeting 


The inaugural Advisory Committee meeting was held in 
October last year and several matters arose from that meeting. 
Firstly, there has been some delay in the opening of the Fox 
Museum and this will be now opened officially early this year. 
Iam pleased to report that many items have already been given 
to the Foundation and a register is now being kept of all 
material donated, the date of receipt and the donor. This 
computer programme is being handled by Gil Ralph, an 
Advisory Committee member from Victoria. It was agreed 
that a photographic record should now be commenced of all 
stages of development of the Foundation home — which will 
be known as the Archive. 

Mark Babidge, Western Australian Advisory Committee 
representative, advised that he has approximately 1,400 items 
that are being donated to the Foundation, and recently Mr Jim 
Cooper, a very early member of the Victoria Branch, donated 
a large collection of old photographic slides in relation to early 
cars and members of the Victoria Branch. 


Federal Concours Trophy winners list 
Gilbert Ralph has been compiling a list of all past Federal 


Rally Trophy winners and this will be launched at the forth- 
coming Federal Rally at Phillip Island. 


Rolls-Royce in Australia book 


The Foundation is also working with Tom Clarke on his 
book on Rolls-Royce in Australia and more information will 
be passed on in a later report. 


Federal President elected to Advisory Committee 


Atthe inaugural meeting of the Advisory Committee it was 
moved and seconded that Mr Ian Dunn, our Federal President, 
be elected as a member of the Advisory Committee for the 
term of his office, and we look forward to having our Federal 
President who is helping us greatly with the early days of the 
Foundation in Australia. 


Institute of Engineers Representative appointed 


The Institute of Engineers in Australia has advised us that 
their nomination for election to the Advisory Committee will 
be Mr John Young, the past-President of the Queensland 
Branch of the Institution, who has a special interest in the 
historical side of Engineering. 


The Advisory Committee members in each State are there 
to answer any queries you may have of the Foundation and 
we do look forward to you being interested in what we are 
doing and supporting the Foundation for the long-term benefit 
of all Rolls-Royce and Bentley enthusiasts. 


David Jones, AM, OBE, 
Chairman, 
Sir Henry Royce Foundation Australia 


All gifts of $2 and upwards are allowable tax deductions 
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Unity Works, Freestone & Webb Ltd, Stonebridge Park, London. This view is looking out through the same gateway seen from the outside in P.6-97, 
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p.3058 and P.5-97, p.3040. In the yard we see a panelled but unpainted long wheelbase Silver Wraith and a completed Bentley S1. On the left is 
Ken Luck, whose job it was to wash the bodies of all flux and acids prior to painting, and towards the centre of the picture is George Allen. 


Freestone & Webb Ltd 


‘High Class Coach Body Specialists’ 


Text by Martin Bennett © 1997. Pictures mainly from Peter Reynolds and Lionel Whitehead (U.K.) 


Freestone & Webb Ltd was the smallest 
of the ‘big five’ post-war survivors in the 
British coachbuilding trade, as well as the 
shortest lived, having been the last to be 
formed (in 1923) and the first to cease 
coachbuilding (1958). 

The firm was established at ‘Unity 
Works’ in Brentfield Road, Stonebridge 
Park, Willesden by V.E. Freestone from 
Crossley Motors and A.J. Webb who had 
worked for a French coachbuilder. The 
firm remained there throughout the thirty 
five years of its existence. 

Freestone & Webb coachwork was 
associated with Rolls-Royce and Bentley 
chassis from the outset, at which time the 
original Bentley Motors Ltd was still inde- 
pendent. They built their reputation con- 
structing fabric-covered Weymann-type 
saloon bodies on Bentley 3 Litre chassis. 
In the ’thirties a specialist line of Freestone 
& Webb was the boxy yet stylish razor- 
edge ‘Top Hat’ saloon, mainly on Derby 
Bentley chassis. 


During the early post-war period Free- developing batch-building of particular 
stone & Webb built more one-off designs designs to anything like the extent that 
than any of the other coachbuilders, not their rivals did. Even bodies sharing the 


Metal shop. Frank Higgs made various metal fittings such hinges for picnic tables and the like. 
Mr Higgs is seen here brazing a brass component. oe the pin-ups on the wall! 


3094 PRACLARVM 


: a. : é 
Panel-beating shop. The three men on the lower floor are, from left to right: Harry O’Neil, Bert Harvey, and Ted Farmer. The trimming shop can be 
glimpsed at the top of the stairway. Note the wheeling machines for forming curved panels. 


Looking down from the trimming shop to the same area seen above. A wooden body frame is taking shape on the long wheelbase Silver Wraith 
chassis in the background and the body panelling being formed nearest the camera is nearly ready to be fitted to the frame. 


¥ 
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same design number often varied consid- 
erably. 

Freestone & Webb were slow to take up 
new ideas, and such important develop- 
ments as composite and then all-metal 
body frames were ignored completely. 
Right to the end, Freestone & Webb ad- 
hered to the traditional ash body frame. 
During this period, too, Freestone & Webb 
earned a reputation as copyists and while 
it is certainly true that design features of 
Hooper, Park Ward, H.J. Mulliner and 
even pre-war Gurney Nutting coachwork 
were imitated by Freestone & Webb, they 
always put their own interpretation on the 
ideas of others, often with pleasing results. 
There was actually nothing particularly 
unusual about this. In fact, it was a widely 
accepted practice amongst coachbuilders, 
helped along by a more or less continuous 
flow of tradesmen and draughtsmen be- 
tween firms. Freestone & Webb’s post- 
war designer, for example, was Len 
Hedges who had previously worked for 
H.J. Mulliner & Co. 

When A.J. Webb died in 1955 the firm 
was sold to H.R. Owen & Co, the Berkeley 
Square, London Rolls-Royce and Bentley 
retailers. However, the firm he co-founded 
outlasted Mr Webb for less than three years 
and Freestone & Webb exhibited their 
creations for the last time at the 1957 Earls 
Court Motor Show. The last cars were 
delivered to customers in 1958. 


More pictures on the following pages. 
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Mr A.J. Webb, one of the firm’s founders, is on the right. With him are salesman Alf Bunker 
(standing) and Mr Glikstein, an importer of South African ash for coachbuilt motor car body 
frames. The photograph was taken at the Tavern at Lord’s after one of the early post-war Motor 
Shows at which Freestone & Webb won a Gold Medal for coachwork. Photo from Joe Knott. 
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A Bentley $1 with characteristically ‘swoopy’ Freestone & Webb coachwork being made ready for spraying just outside the door to the spray shop. 


A long wheelbase Silver Wraith in the spray shop. Foreman George Alien is in the background. In the mid-1950s around six spray painters were 
employed by Freestone & Webb. 
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The finishing shop. Behind the Bentley S1 in the foreground is a Jaguar Mk VII, possibly in for repairs. Also visible are two more Bentleys and three 
Silver Wraiths, of which the black example nearest the camera can be identified as chassis WDC72, delivered new in April 1949 and at this later 


date (late 1955 or very early 1956) probably in for minor repairs or polishing. 


Looking through the finishing shop towards the adjacent panel-beater's shop. The Silver Wraith is probably WDC 72 again. The somewhat 
Dickensian air of Unity Works comes through strongly in this photograph. 
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A weekend 
of delight 


By George Shores (A.C.T.) 


We needed to visit Melbourne, so I rang 
Martin Bennett to ask if he wanted any- 
thing down there, and he answered “Yes, 
me”. So we picked him up en route through 
Yass at noon on Thursday and chose the 
scenic route through Healesville to get 
there. Thus began one of the most interest- 
ing weekends I have yet spent. 

The trip to Melbourne served a number 
of purposes: 
¢ [had recently had the power steering rack 
overhauled and replaced the ball-joints, 
rear springs and rear shock absorbers on 
SRH34273 and wanted some prolonged 
exposure to her rejuvenated handling char- 
acteristics. She did not disappoint. Both 
Martin and I were enthused by the new car 
feel. 
¢ Martin took the opportunity to show me 
his 1950 Silver Wraith (WHD101) which 
that weaver of magic Steve Ortlipp is 
restoring in Albury. We saw some of 
Steve’s other work in Michael & Suzie 
Zwar’s three magnificent cars and in a 
Bentley 41 Litre that he is restoring for 
another A.C.T. Branch member. I had seen 
this Bentley before Steve started on it and 
the transformation is stunning. Nice to 
finally meet you, Steve. 

° We needed to scout out a route for the 
inland mini wagon train I had been plan- 
ning through to Phillip Island for the 
Federal Rally. This is in no way intended 
to compete with the most attractive 
Southern Aurora Overlander organised by 
Allan Simpson and Eric Lang, but we have 
a number of members who live in central 
and southern New South Wales who war- 
rant consideration by our Branch. What a 
beautiful drive we had. More on that sub- 
ject later. 

¢ Although I had met Robert McDermott a 
number of times, it was never on ‘his turf’. 
I wanted to see his workshops and other 
facilities and perhaps get to know him a 
little better. This was the perfect oppor- 
tunity as our eldest, Toni-Anne, had just 
purchased a small property in Prahran 
(literally just around the corner) and 
mother and daughter could shop ’til they 
dropped and not worry about what Martin 
and I were up to. 
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WGC47 when owned by the late Arthur McDermott. This Silver Wraith's very unusual one-off 
coachwork, by Park Ward, called the ‘Wentworth’ was exhibited on the then newly announced 
left-hand drive chassis at the 1948 Earls Court Motor Show. it was obviously aimed at the 
American market, but when an Australian buyer materialised instead, the body was transferred 
to a new right-hand drive chassis, WGC47. A later owner, after Arthur McDermott, was Trevor 
Shores, the writer's late father. It now awaits restoration in the extensive collection of Arthur 


McDermott's son Robert. 


We made a bee-line for McDermott’s 
workshops in Richmond and sought out 
Robert. He was busy as always, so he 
kindly gave us permission to wander 
through his establishment until he had 
some time to spend with us. What an eye 
opener! So many desirable cars. Martin 
was amazing and really came into his own, 
rattling off the year, model, coachbuilder 
and special features, previous owners and 
histories (and in some cases chassis num- 
bers) of so many cars that my head spun. 
He was like a boy in a pet shop, running 
from puppy to puppy, fondling each brief- 
ly before hurrying to the next one. Suffer- 
ing from input overload, I simply nodded 
and followed. 

I had arranged to attend a RAAF 
reunion luncheon that afternoon so I in- 
vited Martin along. Understandably, he 
gracefully declined as he was exactly 
where he wanted to be. I was away for as 
short a time as was polite and when I 
returned, Sales Manager David Ekberg 
had a number of cars to move between the 
showroom at South Yarra and the 
workshop. Guess who volunteered to shut- 
tle the cars back and forth. We drove Silver 
Spirits, Shadows, Clouds, and various 
Bentleys. It was an opportunity to make 
some objective comparisons. Bias clouds 
my judgement. 

We didn’t leave until nearly 8.00 p.m. 
(and even then only reluctantly) and were 
back early on Saturday morning. Things 
were much quieter and we took the oppor- 
tunity to sit down and discuss Robert’s 


connection with Rolls-Royce and Bentley 
motor cars over the years. The following is 
a brief overview of his past as told to me 
over a cup or three of coffee. 

Robert got his ‘hands on’ experience of 
things mechanical during the 1960s at his 
father Arthur McDermott’s car parts 
manufacturing company where they made 
parts varying in complexity up to and in- 
cluding carburetters for the Australian 
motor industry. 

Robert owned his first Silver Ghost at 
13 years of age and his second at 16. He 
was one of only three under-21s in the 
Victoria Branch of the R.R.O.C. around 
that time who actually owned eligible 
motor cars, the others being George Forbes 
and Martin Bennett. Robert developed his 
expertise in Rolls-Royce and Bentley cars 
at the family property at Templestowe in 
the late ’60s and I am told he built his 
workshops there too. 

In the early ’70s he ventured out alone 
as a Rolls-Royce and Bentley specialist, 
having completed university, travelled to 
Britain and the United States exploring 
business possibilities (almost accepting a 
partnership in Los Angeles) before return- 
ing to Melbourne where he specialised in 
late model Silver Clouds and Shadows. He 
believed he could better the standard of 
servicing then being carried out in Mel- 
bourne on those models and set about 
proving it. He opened a service centre and 
a body shop at Eltham in 1975 and another 
servicing facility in Rose Street, Fitzroy in 
1979. His body shop employed 40 staff and 
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handled up to 100 cars at a time! 

His business prospered in the 1980s, 
with moves to larger premises in South 
Melbourne very close to the City, and he 
saw the Rolls-Royce and Bentley dealer- 
ship change from Kellow Falkiner Motors 
to Hamiltons. Following a change of 
ownership of Hamiltons the dealership 
was up for grabs again in the early 1990s 
and Robert threw his hat into the ring. 
Although he wanted the dealership, com- 
petitive jealousies formed prejudices and 
unresolvable barriers. There were many 
demands placed on a prospective dealer 
including provision of demonstrator cars 
and subordination to the national importer. 
Robert found the proposition too restrict- 
ive and withdrew in May 1992 following 
a brief period as officially appointed 
retailer. 

Robert looks to the future with a couple 
of short term goals in mind. He would like 
to increase the rate of turnover of cars in 
his workshops (i.e. decrease the time they 
spend there), and devote more time to his 
own special cars. He also intends to further 
develop his replacement spare parts inter- 
ests both here and abroad. 

He did raise one point which rates a 
mention. Why is it that some people will 
spend tens of thousands of dollars on an 
ordinary family car, absorbing deprecia- 
tion of several thousands per year, paying 
for servicing and repairs without a 
moment’s thought, but recoil in horror if 
their special car needs the slightest outlay 
to keep it in proper fettle. I have en- 
countered this attitude myself and agree 
that it is a point to ponder. 

Robert gave us a ‘walk and talk’ tour of 
his premises and from his crystal clear 
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27, pauses at a scenic lookout near Acheron, Victoria with the early morning sun casting 


along shadow and the hills and valleys north-east of Melbourne forming a picturesque backdrop. 


answers to our questions it was patently 
obvious that he knows the Silver Shadow 
and its derivatives and successors as 
thoroughly as anyone ever could. He not 
only told us what any given component is, 
but its function, how it was made, how to 
examine it for serviceability and how to 
replace it if necessary were all explained 
in a most erudite manner. It became clear 
to me that I was flanked on the one side by 
the ‘Mr Who and When’ (Martin) and the 
“Mr How and Why’ (Robert) on the other. 
I felt like a five foot man in a six foot pool 
— completely out of my depth. I reverted 
to the old ploy of nodding sagely and 
making wise noises while keeping my 
mouth firmly shut. They were both in full 
flight and did not notice. 

I wish Robert every success for the 
future and thank him most sincerely for the 
time he freely gave us over a most interest- 
ing weekend. 


Part of the workshops of R.A. McDermott & Co., Rolls-Royce and Bentley specialists. 
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The weekend held one more pleasant 
surprise for me. As we were leaving the 
Murrumbateman Country Inn after stop- 
ping for a pleasant evening meal almost 
within sight of home, Laraine acknow- 
ledged a greeting from a work colleague. 
He and two companions asked to look over 
our car. In the course of the sociable chat 
we enjoyed, one fellow (David) told me 
that he did his apprenticeship on Silver 
Shadows at York Motors. Jackpot! Some- 
one who can explain to me how the auto- 
matic air conditioning works. I love 
experts — particularly those pertaining to 
Silver Shadows! We have arranged to get 
together for a ‘search and rescue’ session 
on my recalcitrant climate control in the 
very near future. 


The writer and your Editor with one of the 
great post-war cars, a Bentley Continental S3 
Flying Spur saloon by H.J. Mulliner, at the 
Richmond premises of R.A. McDermott & Co. 
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The Peking to Paris Motor Challenge 


Leg One — Beijing to Kathmandu 


At the Great Wall of China. Ready to depart 
after the Dragon Dance. 


After two years of preparation we flew 
into Beijing on August 30th 1997 to meet 
the other contestants and the rally or- 
ganisers and to pick up the car. We bussed 
down to Xingang on Wednesday to get the 
cars out of the containers. Here 
bureaucratically everything worked very 
well and the cars came out, dusty but un- 
damaged. We then fuelledup the vehicles 
and headed out in convoy for Beijing. With 
our Chinese number plates and drivers’ 
licences we were able to head up to Beij- 
ing. Two pre-war Fords never even made 
it to Beijing, developing terminal engine 
problems coming out of the port. There we 
were able to prepare the cars properly and 
pack them. On our last night in Beijing we 
met the Australian Ambassador Mr Rick 
Smith who takes a great interest in the old 
cars and the next morning saw us off as 
well as entertaining the three Australian 
crews at the Embassy. 

On a hot, sunny day the convoy even- 
tually headed out of Beijing on September 


By John Matheson (N.S.W.) 


6 for the Great Wall. The first two days 
were more or less convoy days with the 
Chinese police being reluctant to leave us 
alone. Heading north west from Beijing 
into inner Mongolia, the police presence 
was very heavy. Even in the country areas 
there was at least one policeman every 
kilometre and in some areas the policemen 
were 10 metres apart. The route followed 
the Yellow River. The first night was spent 
at Baotou, and the second night in 
Yinchuan. These were fairly easy runs of 
about 500 to 600 km. The third day took 
us into Lanzhou which is very much an 
industrial area. Lanzhou itself is in a Mus- 
lim province in the Ningxia Autonomous 
Region. We had a rest day in Lanzhou 
spending most of the time attending to the 
cars and then headed out on Thursday 
September 11 to head for Koko Nor. 

Lord Montagu’s 1914 Prince Edward 
Vauxhall had broken down shortly after 
the start of the event when its fan came 
loose and cut the radiator. He and his 
mechanic tried valiantly to keep going but 
eventually they had to give up. The car and 
the mechanic went back to Beijing. Lord 
Montagu continued the trip joining us in 
Lanzhou and travelling with us until we 


broke down in Tibet. He was to rejoin us 
on some other legs of the trip. He eventual- 
ly arrived in Paris after travelling in some 
17 different cars. 

Koko Nor is a lovely lake nestling in a 
rather barren landscape of dusty hills on 
the edge of the Tibetan Plateau. 

The following day we headed out to 
Golmund, a town originally part of Tibet 
but now in a separate province. Golmund 
itself is a bit of a frontier town and the 
facilities were now starting to deteriorate. 
Nevertheless the running was easy but 
some cars were starting to break down as 
we were continually climbing higher. 

A lovely pre-war Stutz had terminal 
electrical problems and several other cars 
also pulled out reducing the fleet by nine 
cars. The driver of the reproduction La 
France had to pull out. It was starting to get 
high and cold and at the campsite at Koko 
Nor he developed hypothermia and went 
on to get pneumonia forcing the 
withdrawal of the car, although it was to 
re-join the fleet in Istanbul. 

Once we left Golmund we climbed up 
on to the Tibetan Plateau. This was a long, 
hard day on indifferent roads. Light snow 
had been falling and the roads were quite 


Waiting for police change-over before entering the Autonomous Region. 
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wet. There were many bypass sections due 
to incompleted bridges and a lot of off- 
road excursions through deeply rutted, 
muddy areas which had been cut up by 
trucks. All of the cars had trouble with 
stranding under these circumstances. 

The climb brought us from the relative- 
ly low attitudes of Golmund at about 2,500 
metres up to 5,200 metres — about as high 
as any road goes in the world. Not surpris- 
ingly this day was associated with the 
development of some mountain sickness 
but it was less than J had anticipated. Most 
people had taken Diamox and this had 
ameliorated the effects of altitude. How- 
ever some people had to be put on oxygen 
and Prince Idriss Shah from Malaysia had 
quite a hard time accommodating to these 
high altitudes. Eventually everybody did 
acclimatise. 

The Tibetan Plateau is a grim place. It 
depends on the spring melt to provide a 
pasture for grazing sheep. Nothing grows 
up there and there are no trees, only barren 
grasslands. One of the few places that has 
been affected by the greenhouse effect has 
been Tibet because there has been a fall in 
precipitation leading to poor pastures. The 
Tibetan herdsmen are starting to struggle 
because of lack of adequate pastures for 
their sheep and overgrazing. There is no 
fuel other than sheep dung and no source 
of heating in winter in this harsh and barren 
environment. 

We were heading for an army com- 
pound at Tuotuoheyan where we were to 
camp forthe night. It was here that the 
Phantom V ran into troubles. At one 
bypass for a partly constructed bridge the 
washouts were particularly severe. We had 
picked a path through this, keeping our 
wheels up on the edge of the truck ruts. 
Unfortunately at this moment the driver of 
a Chinese 4-wheel drive vehicle chose to 
come down and watch the sport. He pulled 
his vehicle up in front of us, forcing us 
down into a hole. This stranded the Phan- 
tom V on its differential with the back 
wheels in the air. Without any traction to 
move we needed assistance. An inex- 
perienced driver of another 4-wheel drive 
came around in front of us and attached a 
rigid tow-rope. Hoping for a gentle tow we 
were disappointed to find that he rushed 
out at speed and dragged us out on the 
differential as fast as he could. This 
resulted in the after-market offside rear 
spring breaking its main leaf right forward 
at the front shackle. We were able to drive 
back onto the main road. By this time the 
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Tibetan Children at camp site Koko Nor. 


axle was starting to move backwards and 
we could proceed no further. 

We had travelled beyond the first pass 
of 5,200 metres and we were only down a 
short distance from this on the Tibetan 
Plateau. One cannot think of a worse place 
to be stranded with a broken spring than at 
5,000 metres up in the Tibetan plateau with 
no towns or civilisation anywhere in sight. 
There were two sweep vehicles with 
mechanics on them accompanying the 
fleet but both these vehicles went past us 
without stopping, saying that they would 
leave us to the China International Sports 
Travel Company. 

The China International Sports Travel 
Company (CISTC) was following us 
round in 4-wheel drive vehicles. They 
were supposed to be organising the tour 
and assisting with the evacuation of break- 


downs. In fact, they did nothing. They even 
refused to tow contestants when they 
needed a tow. They provided no service 
but they certainly did their best to collect 
money. The Lonely Planet Guide to China 
describes the CISTC as having a reputation 
for overcharging and providing a poor ser- 
vice and I must say that is an under- 
statement. 

They pulled up to tell us that they would 
try to get a truck for us but that would 
probably take two days. We were then left 
to our devices on the Tibetan plateau. That 
night in the campsite, which was down in 
a valley, the temperatures reached -8°C. 
We were up in the windswept plateau and 
the temperatures were clearly a lot lower 
than that. There was some snow that night 
and a very very heavy hoar frost. For- 
tunately we had brought a quilted car cover 


Up over snow covered mountains before entering the Tibetan Plateau. 


On the Tibetan Plateau. The Union Jack signified the presence on board of Lord Montagu. 


with us and with this over the Phantom V 
and our sleeping bags inside we were ac- 
tually quite comfortable for the night and 
did not get cold. 

About 3 o’clock in the morning the 
CISTC turned up with two so-called 
mechanics from Tuotuoheyan. They said 
they had instructions to take our spring off 
and get it repaired. I pointed out to them 
that they could not take the spring off and 
they certainly could not get it repaired. 
There was no method of detaching the 
front shackle that had been welded on. 
However I could not stop them. It would 
have taken me to physically prevent them 
from doing this, something you really can- 
nnot do with the Chinese. These two 
mechanics mucked around for a couple of 
hours, dismantled the spring, realised they 
could not get it off and could not re-as- 
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semble it. They left us then with the spring 
partly detached and in a worse state than 
we were in before we had broken the 
spring. They insisted on charging us quite 
a lot of money for this ridiculous service 
although the local Tibetan mechanics did 
not want to take the money. They then 
disappeared into the night. 

We were stranded for more than 24 
hours until eventually, late the next day, a 
truck turned up. This truck had a tray 
which was barely 6 metres long and had no 
means to load or unload the car. The 
CISTC people then turned round and said 
to us that it would cost $US3,000 to put the 
car on the truck. We could take it or leave 
it. When I complained that this was too 
much money they turned round to walk 
away. So much for their so-called contract 
to get the cars out. We were forced to 


Tibetan prayer flags, Kunyuon Shantou Pass, 4,930 metres above sea level. 
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accept this. We eventually got the Phan- 
tom V on the back of this truck by finding 
a washout on the side of the road and 
building a ramp. The Phantom V was then 
winched onto the back of the truck from a 
4-wheel drive. The winch was fed forward 
round the cabin of the truck and pulled us 
on while I steered the Phantom onto the 
tray. There was no method of tying the 
cardown and no method of locating it on 
the back of the truck. The sides were put 
up. Fortunately the vehicle being long was 
solidly jammed between the two ends of 
the truck so that the tray wedged the Phan- 
tom in. There was no room in the truck for 
us to travel and we were forced to travel 
inside the Phantom V on the back of the 
truck — a rather sea-sickly ride. We then 
proceeded in this manner for the next 19 
hours until we got into Lhasa. We know 
that the truckies were paid approximately 
$US200 for the trip into Lhasa for which 
we had to pay $US3,000 — the rest of it 
being pocketed by the CISTC. 

There is not a bit of timber, let alone any 
grass, on the Tibetan plateau, and we had 
no way of locating the axle and preventing 
the spring damaging underneath the car. In 
the ride to Lhasa we sustained horrific 
damage from the broken spring. Some of 
the other cars that were trucked on this 
section sustained a lot of bodywork 
damage because the vehicles were un- 
secured in the backs of the trucks and just 
slammed from side to side inside the 
trucks. Fortunately that did not happen to 
us. 

The first death associated with the trip 
occurred on the Tibetan Plateau. One of the 
locals had stepped behind a bus and was 
clipped by one of the Mercedes Benz cars. 
These people were responsible drivers and 
were not speeding and the accident was 
simply unfortunate and one of those events 
which occurs in street crowds. The Tibetan 
sustained a broken hip. In our societies this 
would not be a major problem but in Tibet 
it is. He was simply put in a hospital bed 
and offered no treatment and eventually 
died of shock about four days later. The 
inevitable outcome of untreated fractured 
hips. We passed the Mercedes with the 
crew and one of the Rally officials being 
detained on the side of the road under 
apparent house arrest. They were sur- 
rounded by a group of Tibetans, women on 
one side and men on the other. One of the 
men was carrying a rather crude small- 
bore rifle. The matter was eventually set- 
tled by handing over a bribe to the Chinese 
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police. 

When we got to Lhasa there was no 
method of unloading the trucks. They 
wanted to put rope slings through the win- 
dows and lift it off! You can imagine the 
damage that would have caused to the 
bodywork. When we said we would not 
allow this they suggested that we put two 
steel ‘I’-beams through the windows of the 
car and lift it up in that manner. Naturally, 
we again refused. Finally we found a bank 
near the Brahmaputra River. We were then 
able to build up some stones on this bank 
to made a ramp and to tow the Phantom V 
off. This resulted in some damage to the 
offside rear wing as it dragged along the 
ground. We then towed the Phantom a 
short distance down to the hotel and had a 
look at the damage. 

The damage we had sustained on the 
truck was quite horrendous. The rear 
spring had rocked backwards and for- 
wards. The front of the spring had 
penetrated through under the seat, cut the 
wiring loom, damaged the main battery 
lead and penetrated through the air con- 
ditioning and heating unit in the back of 
the car. This resulted in coolant loss as well 
as loss of electricity. Fortunately I had 
disconnected all the batteries so we did not 
have a fire. The spring had also split open 
the petrol tank. So we had multiple systems 
failure with fuel loss, coolant loss, eleciri- 
cal system loss and a broken spring. 

We took the car down to the local 
Toyota dealer’s yard in Lhasa. He had 
some pits there but few facilities. They 
assured us they could fix the problem. I 
went down the next day to find that the car 
had been reassembled on its springs. When 
Thad a look they had merely brazed up the 
front of the spring and put a welded spring 
back on the car and had not built a new one. 
An electrician had joined up the sections 
of the loom that had been cut but had made 
no attempt to deal with the bare wires and 
the main battery lead. Coolant continued 
to leak from the car as did petrol. 

Surveying the sorry scene we really 
could not see how we could go on. We 
attempted to get a truck to see if they could 
take us through to the Nepalese border but 
the CISTC said this was not possible and 
that we would have to truck the vehicle 
back to Beijing. They really had dollar 
signs in their eyes at this stage and were 
starting to talk about it costing $US21,000 
to get the vehicle back to Beijing! Unable 
to get a truck to go on we had given up and 
had decided that we would fly on to Kath- 
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The mud-hole diversion where the Phantom V dropped into a deep hole. This was the start of 


the broken spring saga. 


mandu and send the car back to Beijing. 

High altitudes are a strange thing. 
When you are sitting up at 5,000 metres 
trying to do physical work like jacking a 
car up it is very exhausting. I could only 
manage seven turns of the jack handle 
before I would need to take some oxygen 
and everything became in slow motion. 
Thinking also became slow motion and I 
found it very very difficult to sequence my 
thoughts. I really could not see any way out 
of the situation. 

The following morning I went out of 
the hotel to see the fleet departing but left 
behind was one vehicle. This was a rather 
wonderful 1927 Mercedes 630K open 
tourer owned by Etienne Veen who had 
come from Holland together with Robert 
Dean his English mechanic. They could 
not proceed because they had burnt out all 
their magnetos. A warning for those of us 
with magneto ignition cars who might 
want to go on long trips. He had spare 
magnetos with him but they had been 
wound in the original manner using shel- 
lac. With long hot days of driving the 
shellac had simply melted in these mag- 
netos leaving him without ignition. The car 
could not continue with coil alone as it 
would not develop any power especially at 
these altitudes. Etienne had decided that 
they were going to go on and that he was 
going to truck his car through to Nepal as 
far as he could and he himself would fly on 
to Kathmandu to arrange mechanical 
workshops and spare parts. He left Robert 
to accompany the car to Kathmandu. 
Jeanne and I met up with him and decided 
we would go on too. Etienne had gone to 


the Tibetans and had managed to get trucks 
from the Tibetans at a fraction of the cost 
that the CISTC people charged. I ap- 
proached them and we made an arrange- 
ment to truck on with these vehicles. At 
this stage the CISTC found out what was 
going on as Jeanne and I had cancelled our 
arrangements to truck back to Beijing. I 
was to go with the truck with the Phantom 
V while Jeanne and Etienne would fly to 
Kathmandu to make arrangements for 
trucks to meet us at the other side and to 
have workshops available. 

Mr Ma from CISTC then intervened 
and tried to get our vehicles unloaded. He 
wanted the money to get them back to 
Beijing and he also wanted his cut from the 
Tibetans. He told them that they were un- 
dercharging us and that they would have to 
offload the cars. We refused to offload the 
cars and at that stage the drivers went on 
strike for 12 hours and would not move the 
cars overnight. However we persisted, 
refusing to take the vehicles off and finally 
they consented to go on. We travelled on 
with contracts saying they would take us 
down to the border town of Xhangmu. 
They said in no man’s land there were 
facilities for loading and unloading the 
vehicles. This was not to be the case. They 
knew perfectly well that they could not get 
down there because of the washouts on the 
road. We headed out and decided we 
would travel overnight and get to the top 
of the Friendship Pass as soon as possible 
in order to try and avoid Mr Ma and his 
attempts to get us off our vehicles. We had 
the two trucks and three drivers with us and 
we went on through into the night. But at 


10 o’clock that night climbing back onto 
the Himalayas and getting back up to high 
altitudes things started to go wrong. One 
of the vehicles developed two punctures in 
quick succession. The Tibetans were ab- 
solutely exhausted changing these tyres. 
They just simply could not go on. We 
pulled into a small village where we stayed 
in a mud hut for the night. It was a dirt- 
floored room but it was quite comfortable 
with five reasonably comfortable beds in 
it and we slept well that night. 

The next morning the appalling Mr Ma 
from CISTC caught up with us. He sat and 
talked to the drivers for a long period of 
time and again tried to get the drivers to go 
back. We held out and refused. One unfor- 
tunate effect of the night driving was that 
we went past Mt Everest at night time so 
that I have travelled over the top of the 
world without actually seeing Mt Everest. 

Nevertheless we went on until we 
reached the next town, a little border town 
called Nyalam. On the way through my 
driver had developed mountain sickness. 
Indeed it is the locals who change altitude 
that get more trouble with mountain sick- 
ness than some of the visitors. I fed him 
Diamox and managed to keep him going. 
At Nyalam Mr Ma again intervened to try 
to stop the vehicles and after a row they 
continued on. We drove on to the top of the 
Friendship Pass to a place called Chok- 
som. Choksom has a hotel but it had not 
been inhabited for six years. We caught up 
with the rest of the fleet at Choksom and 
stayed the night in this hotel. At this stage 
the drivers were refusing to go on saying 
they could not get past the washouts. The 
reality of the situation was that the drivers 


Coming off the Friendship Bridge and entering Nepal — with a welded spring. 


me 
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were terrified and indeed I do not blame 
them. The road was appalling and not real- 
ly passable for trucks. 

The following morning reluctantly 
Robert Dean and myself unloaded the 
Phantom V and the Mercedes 630K, again 
using banks on the road to push the cars 
out of the trucks. The Mercedes could not 
go at all but at this stage the Phantom V 
was mobile. I had bypassed the coolant 
system underneath the car and puttied up 
the fuel tank. I had also wrapped electric 
tape around the main battery lead so it was 
working although it was still damaged. 
Thus we had electricity. We had some fuel 
ability and the coolant system was secured. 
We then proceeded to head down after the 
rest of the fleet, down the Friendship Pass 
with the Mercedes being towed when it 
had to be, and free-wheeling the rest of the 
time. There was a Phantom I on the trip 
which had also had problems. Its electrical 
loom had caught fire and burnt out and he 
was also travelling down the Friendship 
Pass without power. Andrew Snelling, the 
mechanic from the Australian Wolseley 
team, accompanied me for the first part of 
the trip as we headed off down the Pass. 
Travelling on a welded spring on what was 
the worst road in the world that I have ever 
been on, was quite an experience. I drove 
down at an average speed of 2 kilometres 
an hour making sure at no time did I 
bounce the rear spring. The latter part I did 
entirely on my own as Andrew had to 
leave. 

The Mercedes was actually able to get 
power half way down by using a second 
coil to bypass the magneto and managed to 
get enough power to run. There were 
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landslides and washouts on this goat track 
down the Himalayas. This track in a very 
short distance goes from 5,200 metres 
down to 3,000 metres. At one stage we 
drove past an overhang on the road. I kept 
the side of the Phantom as close to the rock 
as I could on the inside of the road and on 
looking out the window on my side I could 
not see the road at all, only down 1,000 
metres into a gorge. There were rivers 
going down onto the road forming water- 
falls and at times the rivers had used the 
road as a watercourse. On at least two 
places I had to get out of the car and rebuild 
roads down through these river washouts 
so that I could drive across them. The 
hairpin bends were such that you had to 
back and shuffle to get around them; I 
could not take them in one swing. The two 
vehicles that were free-wheeling had to be 
towed up the hills on the hairpin bends in 
order to get round them. I used fuel in the 
auxillary fuel tank letting only small 
amounts of it into the ruptured main fuel 
tank so that I would not waste fuel as I went 
down the pass. I managed to get to the 
bottom of the pass without breaking the 
spring. 

Jeanne had flown on and picked up a 
truck to meet us at the bottom of the pass. 
After clearing Chinese customs we had a 
look at the truck and it was too small to 
take the Phantom, forcing me to drive the 
rest of the way into Kathmandu. On the 
way in we ran out of fuel. All the fuel 
stations there only have diesel and 
kerosene and no petrol. We eventually 
managed to get in by buying seven 1-litre 
bottles of adulterated fuel and putting them 
in the tank to keep us going. This consisted 
of 70 octane petrol adulterated with diesel 
and kerosene but the car kept going albeit 
pinging a bit. We eventually arrived in 
Kathmandu. 

Apart from the broken spring, the trip 
across China had been relatively trouble 
free. The reconditioned S.U. fuel pump 
packed up after two days into China but I 
had a spare (non-S.U.) pump with me 
which never gave any trouble. The varia- 
tion in the different types of fuel we were 
using in the high altitudes was handled 
well by the twin S.U. carburetters and only 
required me to adjust the mixture from 
time to time to cater for the quality of the 
fuel and the altitude. The car lost a lot of 
power on the hill climbs but never stopped 
and handled the conditions quite well. 


To be continued. 
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The first Royce (15 196) outside the 1a Cooke S 
rear entrance tonneau body was built by John Roberts, Cavendish Street, All Saints, Manchester. 
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Without Manchester it would never have happened 


Although the Silver Ghost was further 
developed at the new Derby factory after 
1908, achieving success in the Alpine and 
Spanish Trials in the years just before the 
Great War, it was in Manchester that all the 
crucial foundation work was done leading 
to the success of the May 1907 2,000 mile 
Trial, the June Scottish Reliability Trials, 
followed by the 15,000 mile non-stop run 
under R.A.C. observation. 1908 successes 
included a class victory in the International 
Tourist Car Trial. 

Without Royce’s beginnings in 
Manchester and the happy introductions 
that led directly to his car work we would 
today have a different marque as ‘the best 
car in the world’. Royce might have gone 
into other avenues of electrical manu- 
facture. Or in Manchester he might only 
have gone as far as a short-lived Sargeant- 
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Royce car and Rolls would be celebrated 
for his Rolls-Weir car. Read on! 


The lure of Manchester... 


Royce’s early struggles in Alwalton, 
Huntingdonshire and later in London are 
well known. With some locomotive 
engineering experience and electrical 
training behind him he found himself 
based in Liverpool at the end of 1882 
working for the Lancashire Maxim 
Weston Electric Co. as chief electrician in 
charge of street lighting and other applic- 
ations. The firm went into liquidation in 
May 1884. During 1883 some his work 
friends had urged him to branch out, 
probably recognising his drive and ability, 
and claimed work could be directed his 
way if he set up on his own. 


Manchester had been within his work- 
ing area, possibly assisting other Maxim 
Weston operations, and it was here that he 
came soon after May 1884 at the tender age 
of 21. His grandfather’s brother Charles 
Royce (of Seaton, Rutland) had been a 
tutor in Alderley near Manchester from the 
1820s and worked in the city itself into the 
early 1850s. It is possible there were still 
relatives in the city although Royce never 
referred to them later. 

Manchester was a city of the first rank, 
dominant in the cotton trade. Heavy in- 
dustry was paramount and known around 
the world. It was the home of the world’s 
first passenger train service and passenger 
station (in Liverpool Road and still stand- 
ing). The service was inaugurated on Sept- 
ember 15th 1830 by the Prime Minister the 
Duke of Wellington with Robert Peel. 


George Stephenson himself drove one of 
the eight locomotives used that day, the 
Northumbrian. Sadly for this important 
occasion a government minister, William 
Huskisson, was run over by the Rocket and 
died later at Eccles. 

By the time of Royce’s arrival Vic- 
torian industriousness had tackled many of 
the worst social conditions inherited from 
the late 18th century. Fifty years earlier de 
Tocqueville had described the city as “The 
greatest stream of human industry flows 
out to fertilise the whole world. From this 
filthy sewer pure gold flows”. Itis a reputa- 
tion Manchester has found difficult to 
throw off. 


The first workshop... 


Until recently it was accepted that 
Royce started in Cooke Street, Hulme, 
later associated with his cars. But these 
were large premises beyond his means and 
in fact it has now been established that he 
began in a small block of workshops at the 
bottom of Blake Street, just off Stretford 
Road and behind Cooke Street. He shared 
aspace with William Sargeant, a salesman, 
who was probably hawking Royce’s 
wares. An improbable partner perhaps for 
Royce’s flowering talent. 

Hulme is an inner city area which 
developed rapidly after the Duke of 
Bridgewater’s canal basin was completed 
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in 1764 near the junction of the Irwell and 
Medlock rivers known as Castlefield (now 
an industrial heritage area). This teeming 
400 acres housed 68,000 people in 1901. 
It was a byword for bad housing like the 
“pack-to-backs’ with dank cellars, no out- 
side areas or sanitation, and communal 
‘privies’ at the ends of the terraces. After 
1844 new housing had to have lane access 
to toilets at the rear of each address. 
Royce’s workers would have lived in 
slightly better accommodation here and 
nearby. Hulme’s decline had already 
begun but it was not until after 1945 that 
the sad wholesale destruction of the area 
took place, consuming Royce’s works in 
1965. 

With his tiny savings Royce began 
modestly enough making front doorbell 
sets and soon added small indicator sets for 
summoning servants in the houses of the 
burgeoning middle class. At that time he 
did not make the batteries. No surviving 
bells are known although a photograph 
taken with Thomas Weston Searle (1843- 
1908), who is believed to have been a later 
Royce salesman, shows a display panel of 
the devices and other equipment in 
Royce’s range. By the end of 1884 or more 
probably early 1885 Royce had need of 
more capital and support. Quite how 
Ernest A. Claremont was induced to come 
up from London to become his partner is 
not known but it is thought they had met 
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there in the early 1880s when both at- 
tended evening electrical classes at the 
City Guild Technical College, Finsbury, 
held by Professors Ayrton and Perry. They 
were about to embark on closely shared 
lives over the next twenty years. 


Partnership... 


Claremont like Royce was born in 1863 
but into a well-off upper middle class fami- 
ly of liberal sentiments. After a private 
education, some university attendance, 
and a three-year apprenticeship with a 
large electrical firm (the Anglo-American 
Brush Electric Light Corp. with which the 
‘godfather of Rolls-Royce’ Henry 
Edmunds was connected) Claremont 
worked briefly in London before joining 
Royce. He borrowed £50 from his father 
and loaned it to Royce who was obliged to 
repay it. Royce had £20 and thus £70 
formed the basis for this curious partner- 
ship of F.H. Royce & Co. 

In spite of his background and sources 
of support Claremont adopted Royce’s 
pattern of life in the tiny workshop. They 
slept in hammocks above the benches, 
vented their high spirits in wrestling games 
(one of Claremont’s passions), and cooked 
their meals in enamelling ovens which 
Claremont later claimed caused the digest- 
ive problems they both suffered from 
severely. 


The second Royce car (15881) at Pomona Docks on the Manchester Ship Canal. The engine and gearbox of this car are 
displayed in the Manchester Museum of Science and Industry (see P.6-96, p.2868). Photo from the Glover Archive, 
Museum of Science and Industry, Manchester. 
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The frontage of 1a and 3 Cooke Street, Hulme, Manchester. 


By 1888 their workshop was now 
shared with George Benson, an organ 
builder, but they had also taken a store 
room and a tiny workshop further up Blake 
Street. Things were looking up and since 
1885 Royce had been able to afford lodg- 
ings at Talbot Street in adjacent Moss Side 
with Claremont soon sharing the accom- 
modation. Moss Side today is a notorious 
area but then it was quite respectable. 

In October 1887 Royce lodged his first 
patent, for a bayonet cap lamp socket. 
Others followed for switches and electric 
chandeliers. By 1893 he had a licence to 
make Edison & Swan (Ediswan) lamp 
bulbs (another firm with which the ubiqui- 
tous Henry Edmunds was associated). 
Claremont was getting into his stride as 
‘office’ manager whilst also able to under- 
take bench work. Six women assemblers 
had been taken on as their first employees 
and later Tom Jones became the first 
journeyman. 


Moving up... 


At last the time arrived to have proper 
works and in December 1888 the move 
was made to | & 3 Cooke Street, large 


leased premises recently extended and 
with an extensive workshop into the top of 
the Blake Street dead end. By now large 
scale equipment had been designed such as 
dynamos and electric motors, and all the 
previous range was extended including arc 
lamps. Installation work was undertaken 
and soon became an important part of the 
business. 

Royce moved house slightly south to 
Stamford Street, Old Trafford and in 1889 
to Barton Street, back in Moss Side, so that 
his mother could join him. Claremont 
moved to a good house in Moss Lane East 
in anticipation of his marriage in January 
1889. His bride was Edith Punt (1864- 
1954) of north London. It is not known 
how they met. Edith’s brother Emest was 
a printer and his firm’s ledger books were 
used by Royce Ltd, but whether this pre or 
post-dates the marriage is not clear. Alter- 
natively there might have been a north 
London dimension especially as the Punts 
and Ernest’s lawyer brother Albert lived 
not far apart. The Punt family was of good 
Victorian size: apart from Edith there was 
Minnie (1867-1936), Florence, and the 
brothers Walter, Ernest and Fred. All 
except Walter later lived at Bexhill in 


Sussex. 

Prosperity followed the move to Cooke 
Street and by late 1893 plans were in hand 
for a further works extension. Claremont 
managed to enjoy his financial ease with 
his sporting interests and, later, service in 
the Yeomanry but Royce remained a 
workaholic, though perhaps not in March 
1893 when he married Minnie Punt in 
London. He and Claremont were now 
brothers-in-law as well. This was by all 
accounts a love match even if it brought 
financial advantage. The Punt girls had 
legacies or dowries from their late father 
and were able to buy sizable shares in F.H. 
Royce & Co. when it became a limited 
company in June 1894. Loans followed 
later. 

Gracious living was achieved in 1893 
by moving to substantial houses in 
Chorlton-cum-Hardy, a new leafy suburb 
two miles south of Hulme. Only yards 
separated their houses and Claremont was 
adventurous enough to call his villa 
‘Electron’ in recognition of his electrical 
interests and the effect electricity was 
having on late Victorian Britain. The two 
men also raised their standing by joining 
the same learned societies in London. 


Into bigger and better things... 


Royce probably had difficulty persuad- 
ing the ultra cautious Claremont to agree 
to a further enlargement of the company’s 
products which required the next works 
extension erected in 1894, The decision 
had been taken to make cranes small and 
large. One probably apocryphal account of 
this decision relates to a worker, Willis, 
who is believed to have been the second 
apprentice taken on. Willis’s sister Joanna 
had a toy crane that Royce later repaired 
and which got his mind turned to this 
product. One apprentice who did do well 
out of cranes was crane fitter Frederick 
Clifton Russell who left Royce to form 
Russell Newbery Engines in Altrincham 
ca 1905-09. Another who took advantage 
of the growing facilities was James Archer 
in the Hardening Shop. Around 1901-02 
he had his assistant Tom White machine 
some bicycle gear parts at the Royce works 
for their inventor William Reilly of Sal- 
ford. Because Reilly was committed else- 
where his device had to be patented 
through Archer hence the renowned 
Sturmey-Archer hub gear for bicycles 
which surely all of us have used! 

In 1895 the partners took into their 
homes a child each of Walter Punt in South 
Africa whose wife had died some years 
earlier. Violet went to the Royces and Erol 
to the Claremonts. Neither partner had 
natural children because, at risk of sound- 
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ing indelicate, their wives were very 
‘Victorian’ in outlook and found the physi- 
cal side of life anathema (according to 
historian Bill Morton using family recol- 
lections). The children brought great hap- 
piness to the Royces though not the 
Claremonts so that Errol spent more time 
at the alternative household. 

During 1898 the partners improved 
their living yet further by moving to 
genteel Knutsford, 15 miles south in 
Cheshire, and renowned earlier as the 
home of Elizabeth Gaskell the famous 
novelist. Royce built a magnificent house 
with a large electrically-lit garden and, 
almost diagonally opposite in the same 
road, the Claremonts took a palatial house. 

1899 was a crucial year in their partner- 
ship and one that brought Henry Edmunds 
(1853-1927) to the fore with consequences 
for the future direction of the company. 
Although it has been suggested earlier that 
Claremont could have met Edmunds, ten 
years his senior, in London around 1880 it 
is probable that they met in Manchester 
around 1885. Here Claremont was sourc- 
ing Royce’s materials and he would have 
used cablemakers W.T. Glover & Co. in 
nearby Salford. Amongst other interests 
Edmunds was managing director of 
Glover. 


New works and a new direction... 


The Manchester Ship Canal linking the 
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city with Liverpool had been opened in 
1894 with Royce equipment and engineer- 
ing work being used in its construction. 
1895 saw Sir Humphrey de Trafford’s 
adjacent parkland estate being trans- 
formed into the Trafford Park industrial 
estate, Europe’s first and largest such 
project less than two miles southwest of 
Cooke Street. By the time of the F.H. 
Royce & Co. flotation in March 1899 
(soon renamed Royce Ltd). Royce and 
Claremont were well known to Henry 
Edmunds. The flotation was undertaken 
with expansion in mind and both Glovers 
and Royce planned to build new factories 
in the Park. Whatever the association, Ed- 
munds thought so highly of Claremont that 
in August 1899 he brought him onto the 
board of W.T. Glover & Co. Another 
association of Claremont’s in 1899 was a 
romantic attachment with a woman who 
worked at the Royce solicitors Hockin, 
Raby & Beckton. She was to remain with 
him at his later houses until his death. 

By 1901 the Glover and Royce fact- 
ories were completed opposite each other 
on the main road close to the wharves. This 
neatly mimicked the way Royce and 
Claremont had shared their lives and 
domiciles. Royce Ltd’s crane work was 
transferred to the new site and Claremont 
was able to keep an eagle eye on the two 
businesses from his city home at the 
entrance to Trafford Park. Whilst 
Claremont was becoming adept at fin- 


Eric Platford and his wife setting off on their honeymoon in 1908 in 1907 10 h.p. (20167) owned by F.H. Royce. Note the 
very early oval radiator badge which was fitted to a few cars prior to the introduction of the famous entwined Rs badge. 
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The chassis erection and engine build area at Cooke Street around August 1905. On the left is a Heavy 20 h.p. and a 20 h.p. crankcase. In the 


centre is a Short 30 h.p., and in the foreground 15 h.p. 24273. Royce’s office was up the stairs. 


ancial management for two large concerns 
Royce had the demanding job of control- 
ling design and production at the two sites 
of his company. New techniques had to be 
learned including hardening which a Mr. 
Brayshaw of Manchester showed to 
Royce. 

Also in 1901 both partners began their 
experience with motor cars at the sugges- 
tion of Royce’s doctor in Knutsford, Dr T. 
Fennell, who thought it would be good for 
Royce’s health. De Dion quadricycles 
were purchased by all three. It is not known 
if they commuted in these cars or used 
trains. 

The spark for this decision might have 
been the April-May 1900 1,000 Mile Trial, 
intended to promote the motor car to the 
sceptical British people. It was organised 
by Claude Johnson (then running the 
Automobile Club). It could even have led 
to an earlier meeting between Rolls and 
Royce than previously thought for Rolls 
was amongst the many well-known Trial 
participants. The cars arrived in 
Manchester on Friday the 27th April and 
were exhibited in the Palm House at the 


Botanical Gardens all the next day only. 
Sunday was free for the drivers. On Mon- 
day the 30th they continued north. The 
gardens were immediately opposite the 
entrance to Trafford Park and just a mile 
from Cooke Street. The gardens had also 
seen three cycle and motor exhibitions up 
to 1899. 

The De Dions did not produce the 
required health benefit and in late 1902 
Royce was overwhelmed by his intense 
work into a state of nervous exhaustion. Dr 
Fennell now recommended a long rest and 
Royce and Minnie therefore sailed to 
South Africa to see her relatives returning 
after ten weeks later that year. Royce had 
been buying motor engineering books 
since at least September 1902 some of 
which he probably studied during the 
voyage. It can be concluded that by the 
time Royce returned from South Africa he 
was converted to the usefulness of the 
motor car and took a further step by pur- 
chasing a Decauville. 

1902 was also a time of difficulty for 
Royce Ltd. The company was now 
capitalised for the huge sum of £170,000 


and cranes had been supplied at home and 
abroad in great numbers. The business 
was, however, threatened by cheaper 
foreign competition and the post-Boer War 
recession. Royce would not compromise 
his quality and instead had begun to think 
of diversification. 

It is unclear whether the partners’ 
diverging paths were arrived at amicably. 
Claremont’s voting strength on the Royce 
Ltd board was perhaps reduced by Royce’s 
greater holdings. But it is inconceivable 
that Claremont could have retained his 
position at Rolls-Royce until 1921 and 
kept up good family relations in 
Manchester without full acceptance by 
Royce. 


Building the first car... 


Royce’s decision to make an improved 
car soon followed and by May 1903 he had 
agreement to proceed, so it is said, from 
Claremont and the third director, Richard 
D. Hulley at the crane works. He was on 
the verge of creating one of the most 
famous names in engineering history. 


Claremont had seen how Royce had 
moved into cranes in 1894 and now, con- 
trary to the 1899 flotation prospectus, was 
intent on making motor cars. This was the 
time to move and Claremont seized it. In 
April 1903 he became managing director 
of Glovers when Edmunds became Chair- 
man although he remained Chairman of 
Royce Ltd in a part-time capacity. Glovers 
were about to be ruled as a “benevolent 
dictatorship” by “a strict disciplinarian 
who used spectacular methods”. 

Patterning some of his design on the 
Decauville, Royce and his small team 
moved towards their goal and in Sept- 
ember the first engine was running. By 
early 1904 the first Royce car was ready 
and in February “Royce petrol motor cars” 
appeared in the list of products on comp- 
any stationery. He was ready to sell his 
cars, initially direct. It cannot have been as 
quiet as tradition would have us believe 
because F.D. Nawell who rented his stable 
in Blake Street to Royce recalled that 
“everybody knew when it was coming”. 


Early car manufacture in 
Manchester... 


In 1895 a petrol car was designed by 
R.J. Urquhart & Bolle (civil engineers of 
57 Barton Arcade, Manchester) for Frank 
and William Holland, publicans in Bes- 
wick. Patents and a photograph survive for 
this one of Britain’s earliest cars. Anda W. 
Prince of “Cook Street” (sic) also made a 
car at this time. The latter was either 
William Prince, bicycle maker of 
Cheetham Hill or another W. Prince with 
a cycle shop at 57 Tomlinson Street, 
Hulme. There was no Prince in Cooke 
Street, Hulme in Royce’s time. 

Royce was not the first motor car maker 
in Hulme. In 1903 the Newton-Pearce car 
was produced at the Britannia Works. 
(Only an emery factory in nearby Hulme 
Hall Road used this works name.) Virtual- 
ly nothing is known about it except that it 
entered the Blackpool Trials and the firm 
failed soon after. John Newton of Stretford 
was connected with Newton & Bennett 
(local coachbuilders) and later makers of 
an Italian-based car. Newton held 
Manchester’s first registration plate, N-1, 
and was a motor-car and cycle maker at 3 
Park Road, Pendleton. 

In addition 1903 saw Henry Reed’s 
DOT motorcycle being made in Ellesmere 
Street, Hulme (DOT now manufacture 
motor parts). The name stood for Devoid 
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Of Trouble, something Royce would have 
liked! In such a small area it is certain 
Royce would have been aware of these 
developments. 


Rolls comes to town... 


Enter once more Henry Edmunds. Not 
a director of Royce Ltd as has often been 
claimed, nevertheless he took an interest in 
Cooke Street when he heard no doubt 
sceptical accounts from his colleague 
Claremont about what was being built 
there. Edmunds was a pioneer motorist 
who had driven in the 1900 1,000 Mile 
Trial and he had business interests and 
good contacts both in London and the 
north. One of these was the Hon. Charles 
S. Rolls (1877-1910) selling French cars in 
Fulham, west London. 

Edmunds had a track record of bringing 
people together in various fields, rarely to 
his financial advantage, and he saw 
immediately that the Cooke Street car he 
went to observe was of a quality that would 
appeal to Rolls. The only difficulty was 
that whilst Royce was amenable to 
discussing in Manchester other business 
arrangements for his cars Rolls was not. He 
probably did not quite believe the reports 
and photographs he had been sent from the 
north by Edmunds on March 26th and did 
hot want to find time to go there. Rolls 
wanted his name ona car and playing ‘hard 
to get’ might have increased his leverage. 

On the very day in March that the 
Royce car photographs were sent to Rolls 
he sent a letter to William Weir of Glasgow 
(now the Weir Group) enquiring about the 
manufacture of cars. Weir was making 
Darracqs for the Isle of Man T.T. race. 
Weir’s reply invited Rolls up for dis- 
cussions and to see progress but no further 
contact is known. 

Rolls’s hesitation about Royce did not 
deter Edmunds. Instead he borrowed 
Royce’s first car for a trial of anti-skid 
devices in London, during April and May 
1904, on behalf of the Parsons Non-Skid 
Co. of which Edmunds just happened to be 
Chairman. He knew that using the Royce 
would ensure Rolls saw it during the trial. 
The gamble paid off. Before the trial was 
even over Rolls had taken the initiative by 
writing to Edmunds to suggest an early 
May meeting in Manchester. 

This took place over luncheon on May 
4th., 1904 at the new Midland Hotel in St. 
Peter’s Square. The hotel was itself a 
monument to Victorian virtues and aspir- 
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ations but with the luxury the Edwardian 
age was to exemplify. Rolls and Edmunds 
arrived at London Road station (now 
Piccadilly) and not the impressive Great 
Central Station behind the hotel. Interest- 
ingly enough, Royce did not involve 
Claremont in this crucial meeting and 
Rolls did not bring his business manager 
Claude Johnson. Perhaps none of the part- 
icipants thought much would come of it. 


Down to business... 


The second Royce car, destined for 
Claremont’s use, was ready during April 
and would have been used for Rolis’s visit 
including no doubt a test drive by Rolls. 
He had probably already tried the first 
Royce then still in London at the trials. The 
third and final Royce was being completed 
on the floor at the Cooke Street works. 
Rolls and Royce quickly established a rap- 
port during their meeting and Rolls’s tech- 
nical fluency would have assisted their 
verbal agreement to co-operate. 

There is evidence that Royce already 
had designs for a four-cylinder Royce to 
show and this would further have enticed 
Rolis who wanted bigger cars. Although 
historians attribute agreement on the car’s 
name, and a contract, to this first meeting 
it is more likely that broad agreement only 
was reached. We know for example that a 
draft written agreement was ready in 
August and that the signing did not take 
place until December. Clearly both men 
were holding out for the best deal. 

When Rolls returned to London from 
the Midland Hotel, or soon after, he was 
loaned the first Royce for assessment and 
later for use as a demonstration car during 
the summer. For Royce there was now the 
pressing matter of getting cars into produc- 
tion, with up to 150 workers at the Cooke 
Street works. In late August the world’s 
first Rolls-Royce car was complete, still 
with the Royce radiator, for Paris Singer of 
London. Rolls had made his first sale. He 
had many more orders in hand but few 
cars. Cooke Street laboured to make two 
cars available for the Paris Salon in 
December as three-, four- and six-cylinder 
models were also developed in the period 
August 1904-March 1905, by now with the 
Rolls-Royce radiator that is so familiar. 

It is worth a moment’s diversion to 
revisit ‘that’ radiator. Historians have 
noted the general similarity in design with 
the little-known Norfolk car of the time. 
On March 7th 1904 the Ist Annual 
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Manchester Motor Show was opened at St. 
James’s Hall, Oxford Street by the Earl of 
Shrewsbury and Talbot, a pioneer motor 
manufacturer. Amongst the cars was the 
Norfolk exhibited by Cooke & Wade of 
Sheffield. Royce would surely have at- 
tended this show! The earliest likely date 
for Royce’s version is August 1904. 


The discipline of production... 


During 1905 Royce designed a Light 
four-cylinder alongside his Heavy model, 
with a new four-speed gearbox, for Rolls 
to use at the Isle of Man Tourist Trophy 
race in September, and a V-8 engine for a 
geared down version of this chassis as a 
‘brougham’ to compete with electric cars. 
Fortnightly meetings were being held with 
C.S, Rolls & Co to agree designs and plan 
production. Rolls failed in his T.T. attempt 
but his gallant second entrant, Percy 
Northey, came second. It was a good 
beginning. Less so perhaps were the desul- 
tory references to Royce Ltd in C.S. Rolls 
& Co’s publicity. The first catalogue mere- 
ly said “Works, Manchester”! But before 


3111 


ae 


long credit was given prominence and of 
course Rolls’s sales genius and Claude 
Johnson’s commercial brilliance brought 
the companies into the limelight. 

Events at Cooke Street, now crowded 
with chassis, reached their peak in the first 
nine months of 1906. It was to be initially 
Royce’s own ‘annus horribilis’ but it cul- 
minated in a legendary success. This 
frantic period was also the beginning of the 
serious ill health which some years later 
separated him from day to day activity at 
the works. That this was a period of 
immense achievement is incontestable and 
the proud workers of Cooke Street made it 
possible. Royce was a man possessed. His 
spur to action was a failure — the crank- 
shaft failure of a 30 h.p. six-cylinder 
engine in January. Royce briefly suspend- 
ed production to redesign both the 30 h.p. 
and 20 h.p. engines with features well 
ahead of their time, then designed the 
Silver Ghost no less and had examples 
running by September, improved the Light 
20 h.p. so that Rolls won the Isle of Man 
Tourist Trophy in September, invented 
and fitted the vibration damper three years 
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The birthplace of Rolls-Royce — a lovely period photograph of the Midland Hotel, Manchester, where the historic meeting of C.S. Rolls and F.H. 
Royce took place on May 4th, 1904. 


before Lanchester, and brought the V-8 
Landaulet and Legalimit models into 
limited production. 


A new company before leaving 
Manchester... 


As if engineering had not been enough 
Royce was naturally involved with the 
formation of Rolls-Royce Ltd in March 
that year and the flotation in December at 
which time C.S. Rolls & Co agreed to be 
absorbed. All this in three and a half years, 
producing cars in an inner city area using 
Cooke Street and what additional 
workshops and stables he could rent in 
Blake Street. 

It is an inescapable conclusion that 
most of what mattered in creating the 
Rolls-Royce identity happened in 
Manchester. Time was, however, running 
out for Rolls-Royce in the city. More space 
was now desperately needed for the 40/50 
h.p. heralding larger scale production. The 
curious thing is that Royce seems to have 
concluded quite early that he would ex- 
pand away from the city. Around the time 
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From the earliest Silver Ghosts the Manchester coachbuilding firm Joseph Cockshoot Ltd bodied many chassis. Founded in 1844 Cockshoot's 


most sumptuous Ghost was Pearl of the East fitted to 1907 chassis 60576 for local businessman Frank Norbury, who successfully publicised the 
car in India where Rolls-Royce built up a good market. 


of the flotation it was seen that expansion 
in Hulme was too expensive and restricted. 
There were plenty of new sites in Trafford 
Park Estate where after all the crane works 
were doing well. But Royce dismissed it as 
having poor transport for his men in spite 
of long-established tram services within 
the estate and new tram services linking it 
to central Manchester and Salford from 
October 1905. At risk of losing some of his 
Cooke Street band he agreed to move to a 
different city. 

A decision was made in Derby’s 
favour, with the help of ‘sweeteners’ from 
the Derby city corporation (much like the 
move to Derby by Toyota in recent years 
with national grants). A report on the 
suitability of Derby had been commis- 
sioned from Paul Ogden, the Manchester 
architect who designed Royce’s Knutsford 
home, but he came down in favour of acity 
“like, say, Manchester’! Royce took on the 
burden of designing the new Works. 
Production was gradually shifted from 


Hulme so that by September 1907 200 
workers laboured in Derby. 

When the new Rolls-Royce works were 
officially opened in July 1908 there were 
400 workers by which time up to 220 cars 
had been made in Manchester. Nobody 
knows the last chassis made in Hulme, 
probably around 60750. Most of his 
workforce made the move, at their own 
expense, coming by dray or train the 
seventy miles to Derby one day and start- 
ing work the next! 


Later links... 


For Manchester there remained the 
Royce crane works until the 1930s and 
later the 30,000 Merlin engines made in the 
Trafford Park Ford works in World War II. 
Claremont remained in Manchester until 
his death in 1922, overseeing the immense 
success of Glovers and served as Chairman 
of Rolls-Royce until 1921. His brother 
Albert then took over at Royce Ltd and 


became a director of Rolls-Royce Ltd. 
Cooke Street disappeared in 1965 and 
Glovers’ production was moved to Liver- 
pool in the 1970s. 

Manchester coachbuilders were not 
represented amongst the early cars except 
for the first Royce. But from the earliest 
Silver Ghosts Joseph Cockshoot Ltd 
bodied many chassis. Founded in 1844 
Cockshoot’s most sumptuous Ghost was 
Pearl of the East fitted to 1907 chassis 
60576 for local businessman Frank 
Norbury. He successfully publicised the 
car in India where Rolls-Royce built up a 
good market. John Octavius Harold Norris 
(1880-1972) of Cockshoots organised a 
celebration for Rolls-Royce’s fiftieth anni- 
versary in 1954 by taking the second 
Royce engine and gearbox back to the 
Cooke Street works for display and did 
much to record the city’s distinguished 
motoring history. Today the same engine is 
in the city’s Museum of Science and In- 


dustry as a reminder of the epic early years. ° ll 


MiEVE. R-SERIES 
& S-SERIES 


‘Rolls-Royce Silver Wraith, Silver 
Dawn & Silver Cloud/Bentley Mk VI, 
A-Series & S-Series’ by Martyn Nut- 
land; published in 1997 by Veloce 
Publishing pic, Dorset, England; 176 
pages; over 200 illustrations, including 
26 in colour. Approximately $75. 


Reviewed by Roger Thiedeman 


The title of this book is both long and 
misleading. Even a cursory flip through 
its pages will reveal that there is very little 
on the Silver Wraith, and not much more 
on the Silver Dawn and Silver Cloud. 
Instead, the book is heavily biased 
towards the Bentley Mk VI and its deriva- 
tives. 

Not that there is anything wrong with 
that. As a monograph (of sorts) on the Mk 
VI, Martyn Nutland's book neatly fills a 
niche in the Rolls-Royce and Bentley 
literature. It is authoritative and attractive 
despite several shortcomings, some 
quite serious, more of which anon. 

A professional journalist and former 
editor of the Bentley Drivers’ Club 
Review, Martyn Nutland is a skilled 
wordsmith, as is evident throughout the 
volume. He writes with a style that is 
informative, lively, often witty, and easily 
commands the reader's attention. 

Central to the philosophy of this book 
is Nutland’s belief that the Silver Ghost 
and the Bentley Mk Vi were, in their 
respective periods, simply the best motor 
cars available. Not, according to him, in 
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the context of that famous slogan coined 
by an overawed journalist (which, he 
believes, cannot realistically be applied 
to any one make of car today) but be- 
cause no competitor's cars combined all 
features so brilliantly as in these two 
models. 

The author sets out by tracing the 
origins of the Bentley Mk VI and its status 
as Crewe's first venture into the realm of 
volume-produced standard steel motor 
cars. With a brief foray into social history, 
he discusses interesting parallels be- 
tween the emergence of the Rolls-Royce 
20 h.p. in 1922 and that of the Mk VI in 
1946. 

In what is effectively a celebration of 
the Bentley Mk VI the book takes the 
reader through every conceivable aspect 
of the car and its impact on the post-war 
motoring sphere. Nutland looks at coach- 
work fitted to Mk VI and R-type chassis, 
and the coachbuilders who did so. Part- 
icularly entertaining is the chapter featur- 
ing the Harold Radford Countryman 
conversions, as well as examples of 
shooting brakes and estate cars from 
coachbuilders other than Radford. Also, 
the work of little-known, U.K.-based 
Australians, Capt. R.G. McLeod and H.J. 
Johnstone. 

Speaking of coachbuilders, did you 
know that J. Gurney Nutting was a great 
uncle of actress Penelope Keith? Small 
wonder that his company’s creations al- 
ways appear “to the manor born”! 

Another fascinating chapter recounts 
the exploits of Mike Couper and others 
who contested the Monte Carlo Rally in 
the late 1940s and early 1950s in Mk VI 
and R-type Bentleys. In the 1950 event, 
Couper campaigned a Silver Wraith Park 
Ward sports saloon which, despite collid- 
ing with a truck, went on to win the Grand 
Prix d’'Honneur concours award, thanks 
to an expert and swift repair job. 

In his treatment of Bentley ‘Specials’, 
to which the Mk VI chassis lends itself 
quite well, Nutland puts up a convincing 
case for their creation. Maybe not 
everybody's cup of Earl Grey, these 
rejuvenated ‘Crewe cuts’, if properly ex- 
ecuted, are a commendable alternative 


to a serviceable chassis joining its 
decayed body on the scrap-heap. 

The technical part of the text is 
detailed, thorough and comprehensively 
illustrated. But it would have been 
preferable if the description of the S- 
Series fascia had been accompanied by 
a picture of the dashboard itself. Indeed, 
so detailed are the technical chapters 
that mechanically-challenged readers 
may soon find their eyes glazing over. No 
matter, there is much else between the 
covers of this book to regain their inter- 
est. 

Like, for instance, the cameo profiles 
of individual cars by their owners. Even 
more valuable, in the context of Rolls- 
Royce and Bentley history, are the fas- 
cinating and amusing reminiscences of 
life and work with the Company — at 
home and abroad — of former employ- 
ees like Harry Daniels and Richard 
Welch. Those who sold, repaired and 
maintained Rolls-Royce and Bentley 
motor cars for a living are not forgotten 
either. 

The so-called ‘Colour Gallery' is a 
virtual chapter in itself. Long, detailed 
captions describe splendid pictures of 
some rather exotic Bentleys, including 
cars once owned by personages as 
diverse as George Formby and the 
Maharajah of Mysore. tn addition to a 
‘droopy-eyed’ drophead coupé by 
Worblaufen of Berne on Mk VI B88LFV, 
also featured here is arguably the most 
exotic Mk VI ever — Gary Wales's 
Franay drophead coupé B20AH (see 
also P.5-91, and P.3-94, p.2373). Before 
leaving the colour pictures, is it my im- 
agination or are they all suffused with a 
bluish/purplish tinge? 

The book serves up enough fodder to 
fuel many an interesting discussion. Why 
the R-type was so named instead of ‘Mk 
VII’ is one such topic, backed up by an 
Appendix listing 21 R-types delivered 
with documentation identifying them as 
Bentley Mk Vils. Elsewhere, the author 
firmly refutes any suggestion that the V-8 
engine introduced in 1959 was derived 
from American technology, giving valid 
reasons to support his belief. 


It is good to see brief but important 
input from PRAECLARUM Editor Martin 
Bennett, reminding us of John 
Blatchley’s invaluable rdéle in shaping the 
Silver Cloud/S-Series cars. | wonder 
whether, like me, other readers would 
question Martyn Nutland’s assertion that 
these cars “lack the essential charm of 
the Mk VI, Silver Dawn and Silver 
Wraith”. 

Opinions are one thing. Of greater 
concern are certain statements of ‘fact’ 
by the author. Like his sentence: “there 
were no left-hand drive pre-war Rolls- 
Royce or Bentleys”. Oh really? What 
about the AJS- and AMS-series of 
Derby-built Phantom II chassis, to say 
nothing of some Silver Ghosts and all 
Phantom Is produced by Springfield? 

Here’s another ‘gem’. Nutland states 
that the right bank of spark plugs in the 
Silver Cloud V-8 engine “could only be 
reached through a panel in the underside 
wing”, but elsewhere suggests that this 
inaccessibility is “apocryphal”. Con- 
fused? Me too! 

In his Appendix of Build Numbers and 
Dates, Nutland's total of Silver Cloud II 
production falls short of the actual figure 
by at least 500 — a serious discrepancy 
which hints at the author’s greater 
familiarity with matters Bentley at the ex- 
pense of those Rolls-Royce. Similarly, 
the detailed lists of Bentley modification 
data but only sketchy details for the 
equivalent Rolls-Royce models. 

Probably the book's loudest ‘clanger’ 


Letter to the Editor: 


For Sale: Rolls-Royce Motor Cars Ltd 


Silver Ghost, Silver Wraith, Silver 
Dawn, Silver Cloud, Silver Shadow, 
Silver Spirit, Silver Spur ... What's next? 
Silver Lining of course! 

‘The Company’ is for sale. It may go 
to a non-British car manufacturer. I'm 
sure wiser heads than mine will debate 
long and hard the ramifications of such 
an occurrence. | will leave it to those ‘in 
the know’. My somewhat simplistic at- 
titude is that if this British icon is sold to 
foreign interests, the continuity (as 
tenuous as it may appear to some) will 
be broken. Once that happens, the his- 
tory of the marque becomes finite. It will 
have clearly defined starting and ending 
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occurs when Nutland identifies, in both 
picture caption and text, a James Young- 
bodied Silver Wraith as being the Park 
Ward saloon from the 1950 Monte Carlo 
Rally. Quite apart from the clear differ- 
ences in the car itself, the number plate 
‘JB 1’ should have reminded the author 
that Jack Barclay only ever used this 
registration on cars by James Young. 

A combination of spell-checker — an 
adjunct to any worthwhile desk-top 
publishing package — and competent 
proof-reader would have eliminated the 
irritating spelling and factual mistakes 
that crop up frequently. And please note, 
Mr. Nutland, the word is ‘molybdenum’, 
not ‘molybednum’. 

Type-setter, proof-reader and author 
all deserve a rap on their collective 
knuckles for allowing chassis numbers to 
break between two lines, without even a 
hyphen to help the reader comprehend 
what’s happened. Worse still are frac- 
tions, such as 414, broken between lines, 
resulting in 414 at the end of a line with 
the 2 banished to the start of the next 
line! Not just once, but on at least three 
occasions. This is sloppy type-setting at 
its sloppiest. 

Some of the captioning of pictures in 
this book is, unfortunately, the most care- 
less, confusing and ambiguous | have 
encountered. On page 110 a caption 
refers to Mk VI B142CF, but nowhere, on 
that page or the next, is a picture of this 
car seen. Likewise the clock on the 
glovebox lid alluded to on page 26. 


dates. 

That's the silver lining for me. When- 
ever the supply of anything stops, its 
availability decreases and value in- 
creases. Take the art world, for example. 
Rembrandt isn’t painting any more. After 
he died his paintings increased in value 
beyond his wildest imagination. The 
same principle, | believe, will apply to our 
cars. We win. 

| can't help myself, I've got to have a 
say. | believe the time is ripe for world- 
wide, uniform criteria to be formalised for 
eligibility of cars in our movement. Let's 
do it before anything is decided about 
future ownership of the Company so that 
we can't be accused of truculence if 
things don’t go our way. This is not snob- 
bery, but a protective measure against 
the possible influx of hybrid cars bearing 
little or no resemblance to the marque to 


PRA:CLARVM 


Worse still, when a single caption is used 
to describe as many as seven different 
cars spread over two or three pages, you 
are left with no clear idea as to which car 
is which and sometimes no car answer- 
ing the description in the caption. And 
while on pictures, why are at least four 
photos repeated, albeit the second time 
in colour? Perhaps the publishers should 
observe the dictum: “Less veloce, more 
care”. 

These deficiencies are disappointing, 
because Martyn Nutland’s book des- 
erves better. He has set out to provide 
the Bentley owner and enthusiast 
(primarily) with a helpful compendium on 
the Mk VI and, | believe, achieves his 
objective. Chapters XVII and XVIII, for 
instance, with their sound, practical ad- 
vice on trouble-shooting and main- 
tenance are probably the best seen ina 
book of this ilk. They clearly identify and 
warn of problems arising from a mixture 
of neglect, poor maintenance and age. 

Nutland also gives a forthright ap- 
praisal of the controversial and some- 
times vexed spares situation, from the 
varying perspectives of the Rolls-Royce 
Enthusiasts’ Club and Bentley Drivers’ 
Club. He follows this with some radical 
views on what direction should be taken 
in dealing with a future lack of certain 
components. 

Bentley — and even Rolls-Royce — 
enthusiasts will relish this book, not just 
from one reading, but as a useful source 
of reference and enjoyment. 


date. | will leave the finer details to those 
who know about these things. 
Rolls-Royce has a special place in the 
hearts and minds of the public. It is the 
recognised bench-mark of quality and 
value world-wide. The definitive refer- 
ence point. | was told long ago (by my 
father) that the difference between a 
Rolls-Royce and any other car is that 
when one arrives in a beautiful example 
of any other marque, people notice the 
car. If one arrives in a Rolls-Royce, its the 
occupants who are noticed. All of this is 
in jeopardy if the Company is sold out- 
side of Britain. The Royal Family might 
just as well emigrate and still call them- 
selves the British Monarchy! Interesting 
times ahead. 
I’m against it, myself. 
George Shores, 
Australian Capital Territory Branch 
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ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Cars For Sale 


1922 Sliver Ghost (70SG) replica London 
Carriage Company leather-covered roadster. 
As-new tyres, hood, side curtains, tonneau 
cover. Electric fuel pumps. Short chassis, 
proven rally car. Club registration plates. 
$160,000. Bill Maunsell 02-9363-2379 or 
018-41-1032 
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1925 Phantom I (89HC) restored for 1988 
Bicentennial Rally, new paint, upholstery, 
headlining, carpets. Six-wheel equipment. 
New tyres. Engine and other mechanicals 
reconditioned. Only 13,000 miles since Oct- 
ober 1943. Once owned by baritone Pater 
Dawson. Club registration plates. $65,000. 
Bill Maunsell 02-9363-2379 or 018-41-1032 
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1933 20/25 (GHW41) Park Ward coachwork. 
Original condition except for wheels (shor- 
tened spokes and newer rims). Delighful car 
ready to be restored. $35,000. Paul Sharman, 
United Motors, Dealer Licence No. 105387, 
21 West Terrace, Adelaide. 08-8212-2818 


1938 Phantom Ill (3DL14) Rippon Bros. 7- 
seat limousine. Black & burgundy. Mechani- 
Cally fully restored including major engine 
rebuild. New leather to front, excellent original 
upholstery to rear. Incredible rally/touring car. 
Effortless V-12 power. $120,000 o.n.o. Julian 
Walter 0418-91-3914 


1952 Silver Dawn (SFC32) One of only 266 
short boot Silver Dawn saloons made. Ideal 
for restoration. Repairable front wing 
damage. Needs bumper and overrider. Can 
supply any parts needed for restoration. One 
owner for 30 years. $22,000 ex-Brisbane. Pat 
Browne 07-3870-3427 or Ken Balmforth 
07-3856-4911 (w) or FAX 07-3870-3427 


Cars For Sale 


with Connolly red leather interior. A 
magnificent car in excellent condition after a 
complete mechanical rebuild of engine gear- 
box and brakes. All tools and handbooks. 
Lambswool seat covers tailor-made in 
Connolly red. $47,500. Paul Charlesworth, 
Brisbane 0419-68-8239 


1961 Bentley S2 (B584CU) black over gold 
with maroon interior. Lovingly restored. Pris- 
tine paintwork. Light coloured burr walnut 
woodwork. Electric windows for a touch of 
added luxury. TLC extended to the under- 
neath, all work carried out by myself. Ready 
for the road and to be enjoyed. $47,500. 
Christopher Hazlehurst 07-3272-0121 


1968 Sliver Shadow (CRH3438) H.J. Mulliner, 
Park Ward two-door saloon. Navy Blue with 
brand new beige leather interior, carpets, head- 
lining, leather, woodwork, boot trim. Very good 
mechanically. $41,500 or best offer. Dennis 
Sowden 08-9335-1202 


1972 Silver Shadow (SRH12458) Lovely car 
with original tool-kit and books. Full docu- 
mented history. New white-wall tyres, CB 
tadio, immaculate woodwork and brightwork. 
Maintained by Max Houston. Registered. 
$39,000, may take cheaper car in part pay- 
ment. Harry Preece 02-9608-2605 or 
019-45-9185 


1960 Sliver Cloud Il (SWC324) Shell Grey 
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Cars For Sale 


1973 Silver Shadow (LRH15498) long wheel- 
base saloon with division. Silver with maroon 
leather interior. Extended by Mulliner Park Ward. 
Twin sun-roofs, Everfiex roof, twin air condition- 
ing, R-R over-carpets, original books, tool-kit, 
expensive new spares including two new hub- 
caps. Immaculate condition. Built for British High 
Commissioner to Australia. Reg. number 
(N.S.W.) UK-1973. Complete service history 
York Motors or Fox R-R/B. To owner's knowledge 
the only car of this specification in Australia. 
$43,000 0.n.o. Max Hood 02-4367-6541 or FAX 
02-4365-2726 


1981 Silver Spirit (ASBO2142) ice Green with 
soft tan leather upholstery. Australian delivery. 
One owner. Only 40,350 km. Full service history 
and books. $119,000. 

United Motors, Dealer Licence No. 105387, 21 
West Terrace, Adelaide. 08-8212-2818 


1986 Silver Spirit (ASG16181) Deep Ocean 
Blue with beige leather upholstery. Fuel injec- 
tion. One owner. 116,967 km. Full service history 
and books. Immaculate example. $129,000. 
United Motors, Dealer Licence No. 105387, 21 
West Terrace, Adelaide. 08-8212-2818 


1974 Silver Shadow (SRH17716) White. 
Engine overhaul 50,000 miles ago. New door 
rubbers, shock absorbers, etc., all genuine R-R 
parts. Thousands spent. Very tidy car overall. 
$35,000. Alan Fife 07-5592-0224 


Parts For Sale 


Stone-shield to suit Silver Shadows. For day 
or night use. Protects the front paintwork and 
brightwork from stones and insects. Fits inthe 
boot and only costs $500. Harry Preece 
02-9608-2605 or 019-45-9185 


Silver Shadow parts: 2 x front disc rotors, part 
number UR.12114, $190 each; 2 x top ball 
joints, UR.71664, $220 each; set rear brake 
pads, $70; height control rams, valves, etc.; 
surround for four-door saloon rear window in 
dark wood including shelf and other pieces, 
$90. All genuine R-R parts. John Cooper 
08-8449-1370 or mobile 014-95-1940 


Pair P.100 headlamps, need work; dash- 
board clock for early Silver Ghost, white 
enamel face; Smith's black face, rim-wind 
dashboard clock; pre-war main switch; pre- 
war H.J. Mulliner body plate. Sell or swap any 
items in my Parts Wanted ad. David Fryer 
07-3366-3344 


For 1927 Phantom | iron-head model: set of 
25 thou. oversize pistons and rings. $800. Pat 
Browne 07-3870-3427 or Ken Balmforth 
07-3856-491 1 (w) or FAX 07-3870-3427 
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PRECLARVM 


ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Parts For Sale 


Pair Lucas P.100 headlamps, believed ex- 
Jaguar. Good condition complete with glass. 
$500. Gerd Kratzer 03-9874-8841 


Magneto. Following the purchase of a ZR6 
magneto for my 1912 Silver Ghost | now have 
for sale the Bosch D6 magneto. $1,000. Keith 
Wherry 02-9299-7455 (w) 02-9331-3129 (h) 
or FAX 02-9290- 1676" 


For Bentley Mk VI: tool-tray, less tools; 
workshop manual published by B.D.C. Long 
Crendon; r/h side front wing, some accident 
damage. Tony Davidson 08-8332-5550 or 
FAX 08-8332-5545 


Parts Wanted 


Wanted: pre-war Spirit of Ecstasy mascot for 
incorporating in a new W.A. Branch trophy. 
Alex Bryce 08-9457-1608 


Wanted: windscreun pattern(s) for late '20s 
Barker torpedo tourer on PI chassis; Pl ex- 
haust parts to use as patterns or make draw- 
ings; cylinder head gasket to use as pattern 
for alloy head PI (1928). David Fryer 
07-3366-3344 


Wanted for early Bentley T Series: unvented 
hubcap. Will swap for later type (vented) hub- 
cap if desired. Bill Norman 02-6254-3288 


Wanted for Twenty Horsepower: 21 inch 
wheels. If you don’t have a complete set, |'ll 
buy any number of wheels. George Forbes 
03-9690-1455 (w) or FAX 03-9696-2996 


Wanted for Phantom |: instrument board 
quadrants and controls for radiator shutters 
and starting carburetter; petrol tank gauge; 
Klaxon horn and mount. Alan Robert, 
07-554 1-4500 or FAX 07-5541-2835 


Wanted: tourer body, including mudguards 
and bonnet, to suit 1923 Twenty Horsepower. 
Anything considered as long as it is restor- 
able. Robert Hudson 07-4928-0787 


Literature For Sale 


The Godfather of Rolls-Royce by Paul Tritton 
(biography of Henry Edmunds). Five copies 
only, new. $25.00 plus postage (was $79.95). 
W.A. Branch Club Shop c/o Alex Bryce 
08-9457-1608 


INFORMATION: Classified advertisements 
must be factual and accurate. Persons mis- 
representing cars, parts or services will be 
denied further advertising. Ads for cars for 
sale must include chassis number and 
asking price. Ads are accepted subject to 


availability of space and may be edited or 
rejected at the discretion of the Editor 
without discussion or explanation. 


Martin Bennett, ‘Allambi’, RMB 3310, Goulburn, N.S.W. 2580. ’Phone/FAX: (02) 4829 7140 
Deadlines: 15th of January, March, May, July, September, November. 


Literature For Sale 


Phantom {I handbook: high quality reprint by 
R.R.O.C. of America combining early and 
final versions of owner’s handbook with addi- 
tional illustrations and photos of American 
Phantom IIs. Good condition. $75. Phantom 
It Index of Parts: Hard-cover reprint by 
R.R.O.C. of Australia, new condition. $125. 
Gerd Kratzer 03-9374-8841 


Handbooks, all in perfect condition. Original 
editions (not reprints) with clip-down covers: 
Silver Wraith, final long wheelbase model with 
S.U. carburetters, $175; Bentley S1, early 
(6.6:1 compression) model, $175. Late model 
Bentley Handbooks: 1985 Turbo R, 1990 and 
later Mulsanne S, 1990 and later Eight. All 
mint. $75 each (compare the dealers’ price!). 
Also, factory reprints with black covers block- 
ed gold: Silver Cloud lil H.J. Mulliner, Park 
Ward coachbuilt models, $90; Bentley Mk VI 
4% Litre, $60. Martin Bennett 02-4829-7140 
(‘phone & FAX) 


Free. Handbook for 20/25 chassis GEX49. If 
the current owner(s) of this 1933 20/25 makes 
contact | will give him/ner/them the original 
handbook. Keith Wherry 02-9299-7455 (w) 
02-933 1-3129 (h) or FAX 02-9290-1676 


Services 


We overhaul: hydraulic accumulators, 
height control valves, and minimum pressure 
valves for Rolls-Royce Silver Shadow, T 
Series, Corniche etc. and Silver Spirit/Spur, 
Bentley Mulsanne etc. motor cars. We have 
specialised in Rolls-Royce hydraulics in the 
U.K. since 1979 and are now established in 
Australia. Our overhauled components are 
guaranteed for two years, unlimited milage. 
For example: Silver Shadow/Bentley T 
Series/Corniche/Camargue accumulator 
reconditioning, $236. 

Pleiades Automotive Hydraulics 
(Austratia) P.O. Box 40, Gayndah, Qld. 4625. 
'Phone/FAX 07 1-61-2512 


Jonathan White makes hand-made number 
plate frames. Frames are made of 1% inch 
angle brass, brazed mitred corners, 
prepared to perfection prior to plating. 3 ml 
clear acrylic for plate protection. Any size 
catered for. $65.00 plus postage. 
07-5534-4441 


PHOTOGRAPHS: Good quality black & 
white prints reproduce best but colour prints 
are perfectly acceptable. Please do not 
send negatives or transparencies. 
DEALERS: Parties dealing in motor cars 
must, where required by law, quote their 
dealer's licence number and comply with all 
other statutory requirements relating to their 
advertising. 


Services 


Metal polishing for all models carried cut to 
the highest standard. Stainless steel, nickel, 
chromium ail catered for in our workshop. 
Complete Interior Woodwork restoration 
and refurbishing. Broken wood and veneer 
repaired. Exacting standards and authentic 
finishes. No over-restoration. 

Interior Trimming carried out to exacting 
standards using authentic Rolls-Royce and 
coachbuilders’ materials and methods. 
Repairs or complete replacements. 

Silver Shadows and Bentley T Series 
breaking for parts. Most mechanical, body 
and interior parts available. 

McMillan Prestige Car Repairs 
02-9744-5111 or FAX 02-9744-5517 


Travel/Accommodation 


Homestay/Bed & Breakfast, Dandenong 
Ranges, Victoria. Enjoy a restful sojourn at our 
quiet, discrete residence on 1% acres at 
picturesque Ferny Creek and yet be less than 
one hour away from Melbourne CBD. Central 
heating and log fire. Lots of attractions and 
restaurants nearby. $45 pp per night B & B. 
Dinner also available by arrangement Satur- 
day & Sunday, $25 p.p. three courses with 
coffee and mints. Club member Les 
Myghalls. For booking or brochure, please 
telephone 03-755-2197 


LMARR has it! 


Outer hub ring 


el 


/™ Kir valve 
extension 
Curved 
air valve 


air lock assembly 


Rolls-Royce 
Bentley 

° Jaguar 

° Hispano-Suiza 
¢ Lagonda 

¢ Bugatti 
Delage 


Spans 
All you need to fit new 
wheel discs to your 
Pre-WWIII Classic. 
Write, phone or fax 

for full infomation. 


LMARR DISK,LTD 


PO Box 910 Glen Ellen,CA,USA 95442-0910 
Tél: (707) 938-9347 Fax: (707) 938-3020 
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COST: Ads are free to members who do not 
regularly deal in sales or service of Rolls- 
Royce & Bentley cars. Non-members are 
charged $15.00 for a non-commercial ad of 
reasonable length. Photographs may be 
included free of charge to members, $15.00 
for others. Where applicable, cheques 
made payable to R.R.O.C. of Australia must 
accompany advertising copy. Send ads to: 


1-98 3117 


Restoration work on Rolls-Royce and Bentley cars, to the very highest 
standard, completed within an agreed time-frame, at a huge saving on Capital 
City prices. For unbeatable results at the lowest price, why not give us a try? 
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¥ 44 
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ajor restoration projects we can carry out ultra-high quality repaintin oachwork repairs, lead 
wiping, metal polishing, metal component casting and fabrication, headlamp repairs, and a host of other tasks which will make 
your Rolls-Royce or Bentley motor car look a million dollars again. And we will do it to an agreed deadline at an enormous saving 
on metropolitan prices. We can also make body panels or build a complete body on your chassis to a design of your choice. 


References from delighted customers available. Please call in and see us if you are passing through the Albury / Wodonga district. 


New Image Restorations KJR Coachbuilding 
Prop: Steve Ortlipp Prop: Karl Richardson 
Conveniently situated on the N.S.W. / Vic. border: 

846 Leslie Drive, Albury, N.S.W. 2640 ’Phone: (02) 6040 1886 or (02) 6040 2666. After hours: (02) 6043 1154 


Rolls-Royce and Bentley restoration 
and component rebuilding to the 
highest standard. 

No job too big or too small. 
Immense stocks of new and used parts 
parts for all models. 


Sales: 649 Chapel Street, South Yarra, Vic. 3141 Tel: (03) 9804 7977 
Melbourne Workshop: 420 Burnley Street, Richmond, Vic. 3121 Tel: (03) 9428 8844 FAX: (03) 9428 0190 
Sydney: 8 Hunt Street, Surrey Hills, N.S.W. 2010 Tel: (02) 212 7200 
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PRA‘:CLARVM 
Display Advertising 


If your business is associated with Rolls-Royce and 
Bentley motor cars, or if you are offering that special car 
for sale, you could benefit from the impact of a display 
advertisement in PRAECLARUM, your Club’s national 
magazine that goes to all members of all Branches of the 
Club Australia-wide, as well as to members and subscribers 
in a number of other countries. 

Your advertisement may be submitted on computer disc 
or in camera-ready form, or it can be typeset and laid out 
to your requirements on the Club’s computer system as a 
free service. Compare these highly competitive and 
economical rates (colour extra): 


Now, the Yanks’ 
Best Kept Secret 
of 30 Years 
Revealeal! 


INC. 
2028 Cotner Avenue 
Los Angeles, California 90025 USA 


Tel. 310-473-7773 


Size: Cost i . 
Fax. 310-479-1197 ee eae. ost per = 
World’s most complete stock of Half Page - $230 


Quarter Page - $130 


used post-war (1946-96) Rolls-Royce 
and Bentley spares. 


Virtually everything on hand, immedi 


To enquire or book space, please contact: 


-ately available, and at reasonable prices. Martin Bennett, 

Knowledgeable assistance and ‘AllambI’, 

personal service always. RMB 3310, 
Goulburn, 


° j j ivable RHD 
Restoration candidates and drivable New South Wales 2580 


’Phone/FAX: (02) 4829 7140 


Rolls-Royce and Bentley cars available. 
° UPS, Air and Mail Shipments Dally. 
° Phone Calls or Fax Preferred. 


! WORLD LEADER IN RESTORATION ITEMS 
Rants a FOR ALL POST-WAR ROLLS-ROYCE & 
BENTLEY MOTOR CARS. PRODUCER / 


O.E.M. DIRECT TO YOUR DOOR. 


Weather Strips & Seals For All Post War Std. & Custom 
Bodied « Complete Weatherstrip Packages e«- Glass e 
Workshop Manuals « Handbooks « Show Car Details « Light 
Maintenance items « Reconditioned Used Parts « Million 
Dollar Inventory of New Old Factory Stock thru Spirit/Spur 


Engine Bearings 4% mains .030 $375/set , 42 mains .020 $325/set. 

Post War 6 cyl. Rod Bearings Std. $350/set Thrust Washers - 66% discount $100/set of 4 
Cloud/S, R-type Trunk Seals $39. Shadow/T Trunk Seals $29. 

Early Shadow Hubcaps -non-vented- New $275.each 

Early Bentley “T" Hubcaps- non-vented- near mint $225.each 

Cloud/S Tune-Up Kit $55.(points, condenser, rotor, upright cap) 


ALL R.R.O.C.0.A. MEMBERS RECEIVE OUR WHOLESALE / TRADE PRICES! 
Visa / Mastercard welcome, Westpac (Aus.) deposit avail., $U.S.D. or $Aus., nO problem. 
international shipments leave daily(Air Post, UPS, & Heavy consolidation available.) 


REPLACEMENT PARTS CO. (MAIL) P.O. BOX 152 
PHONE: 0011-1-770-459-0040 (—14 HOURS) VILLA RICA, GA 
FAX: 0011-1-770-459-8935 30180 U.S.A. 


1-98 3119 


Australia’s No.1 dismantler of Rolls-Royce & Bentley cars. 


Now dismantling for parts: post-war Rolls-Royce & Bentley cars from Mk VI to 
Silver Shadow. Fast Australia-wide despatch of parts. Very reasonable prices. 
Servicing and mechanical repairs. Excellent spare parts service — all models. 

Engine rebuild and cylinder head reconditioning service. 


Wanted: damaged and unwanted Rolls-Royce and Bentley cars for parts. 


Neil McLean Automotives @@. 


Specialising in post-war Rolls-Royce & Bentley motor cars 


14 Beaconsfield Avenue, ‘Phone: (08) 9250 1400 
Midvale, Western Australia 6056 FAX: (08) 9250 1404 
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PHONE FORA QUOTE ON; 


Melbourne Adelalde Perth Sydney Brisbane Hobart Darwin 
(03) 9584 7266 (08) 294 9000 (09) 479 3555 (02) 9587666 (07) 892 2776 (002) 238 333 (089) 852 477 


Toll Free: 1800 653 996 All States 


Insurer: Sun Alliance and Royal Insurance Australia Limited. ACN 005 297 807 


McMillan Prestige 


Factory Authorised Rolls-Royce and Bentley Coachwork Repairer 


INSURANCE WORK 


Yes, for insurance work we will repair your Rolls-Royce or Bentley motor car using 
time-honoured skills and original Factory materials. If you have an accident then ’phone 
us immediately. We will arrange towing by specialists, transport you, your passengers and 
belongings, and assist with resolving all claim matters. 


Avoid having your car towed or repaired by operators who are unfamiliar with how 
Rolls-Royce and Bentley Motor cars are made and who don’t have access to Factory 
specifications and materials. Our craftsmen will reshape or replace damaged panels rather 
than ‘bog and fill’. Having your car repaired properly will contribute significantly to 
protecting (and even improving!) your investment. 


If you would like to inspect our premises so that you can understand what goes into repairing 
and restoring Rolls-Royce and Bentley motor cars, give Brian McMillan a ring. He’d be 
happy to oblige, or discuss with you any other requirements you may have. 


& The Measure of Excellence 


25-27 Regatta Road Five Dock 2046 


Telephone: (02) 9744 5111 Facsmile: (02) 9744 5517 
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